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Foreword 



The history of World War II is making increasingly clear the central fact 
that the tightest rein on the military effort of the United States in that war was 
imposed by transportation. As long as this nation fights overseas the same 
situation is likely to reoccur — a prospect that gives a special importance to the 
exposition of the subject in this series. The Army promptly recognized the im- 
portance of transportation when, as in World War I, it centralized its supervi- 
sion of this branch of its vast logistical effort in a Chief of Transportation and 
created (in July 1942) a Transportation Corps. 

The Army did not, and could not, control all the factors that entered into 
the movement of its men, munitions, and supplies. The larger story the reader 
must seek elsewhere — in the two volumes on Global Logistics and Strategy and in 
the theater volumes of the U.S. ARMY IN WORLD WAR II. Here the story 
is told from the records and point of view of the Army’s Chief of Transporta- 
tion, Maj. Gen. Charles R Gross. In this volume, the second in the group of 
three Transportation Corps volumes, Mr. Wardlow passes to the policies and 
methods adopted to move men and materiel within the continental United 
States and out to theaters of operations — the core of General Gross’s mission — 
and to provide the Transportation Corps’ quota of equipment and trained 
soldiers necessary to accomplish its oversea mission. 
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Preface 



The purpose of this volume is twofold: to present and evaluate the 
machinery and the procedures employed by the Army Chief of Transportation 
in moving troops and military materiel within the United States and from the 
United States to the oversea theaters of operations, and to outline the methods 
used and the problems encountered by the Chief of Transportation in training 
the troops and providing the equipment and supplies needed to Maintain 
effective transportation services in the oversea commands. 

The movement of troops and materiel was the basic and distinctive function 
of the Chief of Transportation, and for that reason the greater part of the book 
has been devoted to that aspect of his work. Training and supply functions 
were performed by other technical services as well as by the Transportation 
Corps, and since all technical services worked under the general direction of 
Army Services Forces headquarters, there was considerable similarity in the 
methods employed and the standards enforced. The discussion of training and 
supply is therefore confined to those aspects in which the Chief of Transporta- 
tion had unique responsibilities or encountered exceptional problems. 

Much of this account is presented by simply stating what the functions of the 
Chief of Transportation were and how he performed them, although his oper- 
ating difficulties and his disagreements with other agencies are treated as fully 
as seems warranted. During the prewar emergency period, as the United States 
steadily drifted toward open belligerency, one of the handicaps suffered by 
those concerned with military transportation was the lack of an adequate 
record of how the Transportation Service had functioned in World War I. The 
documented account given here should in large measure obviate a similar lack 
if the nation should again become involved in a major conflict. 

In the interest of completeness some matters that were discussed in The 
Transportation Corps: Responsibilities, Organization, and Operations are dealt with 
again, but the second treatment has been kept as brief as practicable and cross 
referenced to that volume. Since the discussion of movements, training, and 
supply activities can be better understood if the reader has some knowledge of 
the background of the Transportation Corps, its relations with other agencies, 
and the broad policies of the Chief of Transportation, these aspects of the 
Transportation Corps story are reviewed briefly in the introduction. 

Valuable information and opinions have been obtained from officers and 
civilian experts who were on the staff of the Chief of Transportation during the 
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war and were still accessible for interviews while this volume was in prepara- 
tion. The assistance of those who have contributed personally or through their 
writings, and whose names therefore appear in the footnotes, is gratefully 
acknowledged. It must be emphasized, however, that the author bears 
responsibility for interpretations of fact and any inadvertent errors or omissions. 

The statistics used in this book have been drawn so far as possible from 
compilations prepared in the Office of the Comptroller of the Army for the 
statistical volume to be published in this series. Special credit is due Mr. George 
M. Adams of that office, who by recourse to the original sources has done a 
thorough job of verifying, correcting, and amplifying the statistics compiled in 
the Office of the Chief of Transportation during the war. Mr. George R. Powell 
of the same office has given valuable assistance in the presentation of statistical 
data and the preparation of graphic charts. 

Special thanks are also due Leo J. Meyer, Colonel, Transportation Corps 
Reserve, Deputy Chief Historian, who read the manuscript and offered helpful 
suggestions in the light of his wartime experience with Army transportation, 
and to Marie Premauer, who aided substantially in locating source material 
and verifying citations in addition to typing the manuscript. Helen McShane 
Bailey carried out the final editing, Allen R. Clark copy edited the manuscript, 
and Margaret E. Tackley selected and prepared the photographs. 



Washington, D. C. 
7 June 1954 



CHESTER WARDLOW 
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THE TRANSPORTATION CORPS: 
MOVEMENTS, 
TRAINING, AND SUPPLY 




Introduction 1 



One of the facts stamped indelibly on 
the minds of military men by World War 
II is that transportation plays a key role 
in global warfare. In a conflict fought on 
foreign soil, success is absolutely dependent 
on the number of soldiers and the quan- 
tity of materiel that can be moved to the 
oversea commands and the timeliness 
with which they are delivered. 

The primary consideration is trans- 
oceanic transportation, for in wartime the 
capacity needed to move troops and cargo 
far exceeds the capacity required for 
peacetime traffic. But traffic within the 
zone of interior also expands rapidly 
under a war economy, and means must 
be found for handling military move- 
ments promptly while at the same time 
accommodating essential civilian traffic. 
In the oversea areas where the forces come 
to grips with the enemy, the ports of entry 
and the inland lines of communication 
must be kept operative, notwithstanding 
the efforts of the enemy to destroy the fa- 
cilities and the uncertain value of local 
civilian labor. 

The shipping problem was an especially 
vital one in World War II, as in the pre- 
vious great conflict, because while the 
Allies were heavily dependent upon ocean 
transport, Germany was not. The Ger- 
mans, who under the Allied plan of strat- 
egy were to be defeated before the war 
effort was turned fully against Japan, 
struck heavy blows at Allied shipping in 
the Atlantic, the Caribbean, and the 
Mediterranean. Their submarines were 
so effective for a time that serious doubts 



arose in the minds of Allied leaders 
whether a sufficiently large fleet of troop 
and cargo vessels could be built up to 
meet the requirements of victory in a 
multifront war. Such a fleet was achieved 
nevertheless through the unprecedented 
performance of the United States in con- 
structing new vessels, the increasingly 
effective Allied campaign waged against 
the U-boat, and the economies effected by 
bringing virtually all shipping available 
to the Western Allies under the control of 
the British and U.S. Governments and 
closely co-ordinating the operations of the 
two pools. The shipping situation began 
to improve perceptibly in the spring of 
1943; yet up to the time of Germany’s sur- 
render there never was a surplus of ves- 
sels. In fact, there never was enough 
shipping to satisfy those who were direct- 
ing the expanding Allied war effort. 

Although excellent results in the effec- 
tive employment of the Allied cargo fleets 
were accomplished through the co-ordi- 
nating work of the Joint Chiefs of Staff, 
the Combined Chiefs of Staff, and the 
Combined Shipping Adjustment Board, 

1 This brief explanation of the background of the 
Transportation Corps, the fundamental problems that 
confronted the Chief of Transportation, and the 
establishment that functioned under his command is 
essentially a recapit ulation of information pr esented 
in Chester Wardlow, |?7if Transportation Corps \ Respon- 
sibilities, Organization, and Operations, UNITED 
STATES ARMY IN WORLD WAR II (Washing- 
ton, 1951). Many of the problems and relationships 
will be referred to again in the last chapter of this 
volume, where some observations and conclusions re- 
garding the activities and accomplishments of the 
Transportation Corps in connection with movements, 
training, and supply will be presented. 
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individual vessels were not always used to 
capacity. During the early years of the 
war when the production of military sup- 
plies in the United States was lagging, 
sufficient cargo was not always delivered 
to the ports to fill the ships that were 
destined for low-priority theaters. Even 
when materiel was available at depots, 
camps, and manufacturing plants, the 
process of assembling at the ports highly 
diversified cargoes from many sources in 
such a manner as to avoid port congestion 
and yet have the cargoes ready for load- 
ing in accordance with theater priorities 
and convoy schedules was a complicated 
one, and some supplies did not arrive as 
planned either because of late shipment 
or because of unexpectedly long time in 
transit. The preponderance of bulky and 
light items over compact and heavy items 
in Army cargoes frequently made it im- 
possible for the ports of embarkation to 
load vessels to their dead-weight capac- 
ities, even though their cargo spaces were 
full. 

The most serious waste of shipping 
came about through holding cargo vessels 
idle in the theaters. While such detentions 
sometimes were caused by unforeseen 
military developments, too often they 
were attributable to the failure of theater 
commanders to keep the tonnages that 
they sought to have delivered at particu- 
lar ports within the capacities of the ports 
to receive, or to the deliberate use of vessels 
as floating warehouses. This problem be- 
came especially acute in the fall of 1944, 
and it was not cleared up until the Presi- 
dent peremptorily directed the Joint 
Chiefs of Staff to bring the situation under 
control. 

According to prewar plans the Navy 
was to operate all ocean-going vessels 
needed by the armed forces if the United 



States should become a belligerent. The 
Army actually began turning over its 
transports to the Navy in the spring of 
1941, but it soon became apparent that 
the Navy was not in a position to provide 
enlisted crews for a large number of mer- 
chant vessels because of the heavy de- 
mand for combatant crews. Soon after 
Pearl Harbor, therefore, the two services 
agreed that the Army should man and 
operate the vessels that it owned or con- 
trolled under bareboat charter and call 
directly on the U.S. Maritime Commis- 
sion for the allocation of such additional 
vessels as it might require. During the en- 
suing year efforts were made to achieve 
an arrangement under which either the 
Navy or the Army would control all mili- 
tary shipping, since that was recognized 
as more economical than the operation of 
separate fleets, but the two departments 
could not agree on a plan. The bulk of the 
shipping was therefore operated by agents 
of the War Shipping Administration, 
which took over the operating responsibil- 
ities of the Maritime Commission in 
February 1942, and the vessels were allo- 
cated to the Army and the Navy in ac- 
cordance with their requirements. Under 
subsequent agreements the Navy manned 
a considerable number of vessels that 
were to be employed by the Army in the 
forward areas, and the two services freely 
interchanged ship space for both troops 
and cargo moving between the zone of in- 
terior and the theaters. 

The Maritime Commission was the 
agency designated by the President to 
procure the additional shipping required 
for the war effort. Its achievement in de- 
veloping new shipyards and expanding 
old ones to produce a total of 55,000,000 
dead-weight tons of new vessels was out- 
standing. Since most of these vessels were 
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intended for military use, close collabora- 
tion was necessary between the military 
authorities and the Maritime Commission 
to insure that the right balance was main- 
tained between troop capacity, dry cargo 
capacity, and bulk oil capacity. During 
the latter part of the war, with extensive 
amphibious operations against the Jap- 
anese in prospect, many specialized vessels 
were built to transport troops and cargoes 
in assault actions. The Joint Chiefs of Staff 
represented the armed forces in determin- 
ing military shipping requirements. In 
order to facilitate collaboration a repre- 
sentative of the Maritime Commission 
was designated an associate member of 
the Joint Military Transportation Com- 
mittee, which worked out programs to 
provide the numbers and types of vessels 
required to support future military under- 
takings. Because adequate shipping was a 
prerequisite to victory, the shipbuilding 
program was given a high priority in the 
allocation of steel and other scarce ma- 
terials and components. 

Since the Army depended heavily on 
the War Shipping Administration (WSA) 
for the allocation of ships to carry its 
troops and cargoes overseas and to move 
them between bases within the theaters, 
the working arrangements between the 
Army Chief of Transportation and the 
War Shipping Administration were of 
high importance. After an unsatisfactory 
start, during a period when procedures 
were being worked out and the supply of 
vessels was critically short, this relation- 
ship developed into a very successful col- 
laboration. On the operating level, where 
ships and cargoes were matched, an effi- 
cient working arrangement was achieved. 
The Army frequently did not get the 
number of vessels it asked for, and it some- 
times complained vigorously regarding 



the number of ships the WSA allocated to 
transport lend-lease cargoes and to sup- 
port the British import program, but the 
policies governing these allocations were 
set by the President and the WSA had 
little latitude in carrying them out. 

The most acute disagreement between 
the WSA and the Army came to a head 
in December 1942, when the civilian 
shipping agency obtained an order from 
the President directing it to assume con- 
trol of the loading of military cargoes at 
U.S. ports. The purpose of the order was 
to utilize ship capacities more fully by 
loading a mixture of military and lend- 
lease cargoes, thus obtaining a better bal- 
ance of light and heavy items. The Army 
and the Navy saw serious objections to 
placing the loading of military freight in 
the hands of a large number of civilian 
agents of the WSA and were successful in 
having the order shelved. The Army 
recognized the merit of the War Shipping 
Administration’s objective, however, and 
arranged to co-operate with that agency 
more fully in mixing military and lend- 
lease shipments. 

The domestic carriers were required 
under the Interstate Commerce Act to 
give military traffic precedence over all 
other types of traffic upon demand of the 
President. No such formal demand was 
made, but there was general recognition 
of the fact that military traffic should not 
be delayed. The railroads, which carried 
the bulk of the Army’s personnel and 
freight, worked in very close co-operation 
with the Chief of Transportation and took 
extraordinary measures to move Army 
shipments promptly and to expedite them 
when necessary. Transportation Corps 
officers concerned with troop and freight 
movements frequently complained of de- 
layed deliveries and unsuitable equip- 
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ment, but they recognized that the rail- 
roads were confronted with severe wartime 
operating problems and with an un- 
precedented volume of civilian and mili- 
tary traffic. 

There was a less sympathetic attitude 
toward the Office of Defense Transporta- 
tion (ODT), which the President estab- 
lished soon after Pearl Harbor to exercise 
a broad control over all domestic trans- 
portation. The Chief of Transportation 
felt that the ODT was not sufficiently 
aggressive in arranging for the construction 
of additional rail and motor equipment to 
meet the wartime need, and that it was 
too slow in curtailing regular railway 
passenger services in order to make avail- 
able more adequate transportation facili- 
ties for troops. The Director of Defense 
Transportation, on the other hand, cen- 
sured the armed forces for their unwilling- 
ness to allow a larger amount of scarce 
materials to be diverted from the military 
programs to the construction of transpor- 
tation equipment for domestic services. 

When the war began there was a nota- 
ble absence of established methods of co- 
operation between the Army and the 
Navy. Aside from the plan to place all 
military shipping under naval operation 
in the event of war — a plan that was not 
carried out — virtually nothing had been 
done to co-ordinate the transportation ac- 
tivities of the two services. Agreement was 
even lacking as to the assignment and 
equipment of vessels for joint amphibious 
operations. The Naval Transportation 
Service and the Army Transport Service 
were being operated entirely independ- 
ently c nd were competing with each other 
for additional ships. Separate port estab- 
lishments were being maintained. There 
was no co-ordination of domestic move- 
ments of personnel and supplies beyond 



that which was provided by the railroads 
in their own interest. Floating equipment 
and marine supplies were procured sepa- 
rately and little information was ex- 
changed. During the war considerable 
progress was made in the orderly alloca- 
tion of vessels to meet strategic needs, the 
joint use of ships and ship repair facilities, 
the harmonization of marine procurement 
programs, and the reduction of duplicate 
supply shipments to the theaters, but at 
the end of hostilities separate steamship 
services were still being maintained and 
virtually nothing had been accomplished 
to synchronize domestic troop and supply 
movements or to eliminate duplicate port 
operations. The traditional independence 
of the Army and the Navy, the fact that 
the control of Army shipping operations 
and inland traffic movements was more 
centralized than was the case with the 
Navy, and the difficulty of adopting new 
procedures while working under wartime 
pressures limited the co-operation that 
the two services could develop after the 
war had started. 

The fact that the Army transportation 
service, established in March 1942 and 
converted into the Transportation Corps 
in the following July, was a wartime crea- 
tion had a definite influence on its rela- 
tions with other elements of the War 
Department. Aside from the necessity of 
developing an adequate organization in 
the face of wartime manpower shortages 
and establishing procedures to govern all 
phases of the wartime transportation ac- 
tivity, the Chief of Transportation had to 
define and defend his position as the chief 
transportation officer of the new Services 
of Supply (later renamed Army Service 
Forces). 

World War I had demonstrated the 
need for a unified Army transportation 




INTRODUCTION 



7 



service, and strong recommendations were 
made for the continuance of such a service 
after the war was over. But the hope that 
there would be no more great wars and 
the desire to cut government spending led 
Congress to disregard this recommenda- 
tion when enacting the National Defense 
Act of 1920. As a result, World War II 
found transportation responsibilities scat- 
tered among several Army agencies — the 
Supply Division (G-4) of the General 
Staff, The Quartermaster General, the 
Chief of Engineers, the Chief of Ord- 
nance, and the ports of embarkation. The 
creation of a Chief of Transportation in the 
War Department reorganization of 9 
March 1942 did not mean that all trans- 
portation functions were placed under his 
control, but it did provide greater concen- 
tration of responsibility than had existed 
previously, and the scope of his authority 
was extended as the war progressed. 2 

In assuming the office of Chief of Trans- 
portation, Brig. Gen. (later Maj. Gen.) 
Charles P. Gross had two broad objec- 
tives — to establish a service that would 
embrace as many of the transportation 
functions of the War Department as cir- 
cumstances would permit, and to main- 
tain unbroken control of troop and supply 
movements from their points of origin at 
camps, depots, and factories in the zone of 
interior until their arrival at the oversea 
ports of debarkation. There obviously was 
a close interrelationship between these 
two purposes. 

The first objective was largely but not 
completely accomplished. After the first 
year of the war the Chief of Transporta- 
tion was responsible for all arrangements 
with the commercial rail, highway, and 
water carriers in the zone of interior, and 
for the provision of shipping and the oper- 
ation of ports of embarkation adequate for 



the Army’s oversea traffic. He was re- 
sponsible also for the training of troops 
and the procurement of equipment hnd 
supplies required for marine and rail 
operations in the oversea commands. The v 
Chief of Transportation did not have con- 
trol of traffic by air, which was regulated 
by the Army Air Forces (AAF); he found 
it necessary to accord to the AAF a large 
degree of independence in controlling its 
domestic freight traffic by surface car- 
riers. The design and procurement of 
motor vehicles for oversea highway serv- 
ices remained with the Chief of Ordnance, 
and the organization of troop units for the 
operation of motor vehicles as well as the 
establishment of training programs and 
doctrine for such troops remained with 
The Quartermaster General. 

The second objective — unbroken con- 
trol of troop and supply movements from 
domestic origins to the oversea ports of 
discharge — was attained with but one ex- 
ception, that is, movements by air, which 
were regulated by the Army Air Forces. 
Troop and freight movements by rail, 
motor, or water to the ports of embarka- 
tion and thence overseas by water were 
under the control of the Chief of Trans- 
portation at all points. Several proposals 
were made that would have disrupted this 
control, but the Chief of Transportation 
was able to block them. He held con- 
sistently to the position that continuity of 
control was necessary to enable his or- 
ganization to co-ordinate movements to 
the ports of embarkation with ship sched- 
ules, and thus assure the effective loading 
and prompt dispatch of the vessels as well 
as the observance of theater priorities. 

J Although from April to July 1942 this official 
was known as the Chief of Transportation Service, 
the title Chief of Transportation is used uniformly in 
this history. 
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The Chief of Transportation held a 
unique position in the Army Service Forces 
(ASF) organization because of the breadth 
of the staff responsibilities that he had in 
addition to technical and operating re- 
sponsibilities. The extent of his staff func- 
tions was the natural result of the position 
that the Transportation Corps had in the 
military structure — all other arms and 
services depended on it for mass move- 
ments of men and materiel within the 
zone of interior and to the oversea com- 
mands, and to a considerable extent for 
movements within the oversea areas. This 
meant that from the beginning of strategic 
planning the Chief of Transportation, hav- 
ing knowledge of the means of transporta- 
tion likely to be available and their capa- 
bilities under various circumstances, held 
the key to many important military deci- 
sions. It meant also that his concurrence 
was a prerequisite to any adjustments that 
might have to be made in strategic plans 
because of unforeseen developments. The 
Chief of Transportation built up a strong 
Planning Division to aid him in perform- 
ing his staff functions, and he firmly and 
successfully opposed a proposal put for- 
ward in the fall of 1943 to transfer that 
division to ASF headquarters. 

The staff functions that the Chief of 
Transportation performed and his insist- 
ence on maintaining direct contact with 
the Operations Division (OPD) of the 
General Staff in regard to the oversea 
troop movements that OPD had ordered 
or was planning to order brought him into 
conflict with the ASF Director of Opera- 
tions, Maj. Gen. LeRoy Lutes, on numer- 
ous occasions. This is understandable since 
the latter was charged with co-ordinating 
all ASF activities pertaining to troop and 
supply movements. But the Chief of Trans- 
portation was unwilling to be confined to 



the technical and operating aspects of 
transportation; or rather, he believed that 
his organization would not be fully and 
properly performing its mission if it did 
not bring its practical knowledge of trans- 
portation to bear on the staff work pertain- 
ing to movements. Lt. Gen. Brehon B. 
Somervell, commanding the Army Service 
Forces, recognized the merits of the posi- 
tions taken by both parties to the argu- 
ment, and he sought to strike a practical 
balance between the two rather than to 
rule arbitrarily against one or the other. 
This was fairly well accomplished, both 
sides yielding on some points. 

The fact that the office of the Chief of 
Transportation was not established until 
March 1942 affected not only the Chief of 
Transportation’s relations with other ele- 
ments of the War Department but also his 
relations with the theater commanders. 
He had no direct responsibility for trans- 
portation operations within the theaters, 
but he was responsible for furnishing the 
oversea commanders with capable trans- 
portation officers, troop units adequately 
trained for transportation tasks, and ma- 
rine, port, and rail equipment correctly 
designed for theater needs. Starting out 
with small resources and very limited ad- 
vance planning, the Chief of Transporta- 
tion found the early problems in fulfilling 
these responsibilities formidable. Beyond 
the difficulties encountered in supplying 
personnel and materiel, the new Chief of 
Transportation was handicapped by an 
early lack of standing with the theater 
commanders. It took time to acquaint 
them with his place in the scheme of 
things, the ways in which he could be of 
help to them, and the ways in which they 
could co-operate with him. General Gross 
devoted much time and energy to building 
up a satisfactory entente with the com- 
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manders of the forces overseas, and in the 
end he felt that his efforts had paid good 
dividends. A more difficult problem was 
that of persuading some theater com- 
manders to accord their chief transporta- 
tion officers sufficient authority to enable 
them to function effectively. On this point 
there was still room for improvement in 
the European theater in late 1944, and a 
satisfactory situation was not obtained in 
the Southwest Pacific until the summer of 
1945. 

For the fulfillment of his responsibilities 
in the zone of interior the Chief of Trans- 
portation built up, in addition to a head- 
quarters organization of about 3,100 
military and civilian personnel, an exten- 
sive field establishment, which in the 
winter of 1945 embraced personnel (not 
counting personnel assigned by service 
commands and attached troop units) total- 
ing over 180,000. The headquarters staff 
dealt chiefly with the establishment of 
policies and procedures and the supervi- 
sion of activities in the field. The field 
installations were the agencies through 
which policies and procedures approved 
in Washington were carried into effect 
either through direct operations, as at the 
ports of embarkation and the holding and 
reconsignment points, or through close 
relationships with the common carriers 
and industry, as in the case of the zone 
transportation offices. The procedures ap- 
proved at headquarters were in large meas- 
ure based on the operating experiences of 
the field agencies. 

The port installations constituted by far 
the largest segment of this field establish- 
ment. The eight ports of embarkation 
(Boston, New York, Hampton Roads, 
Charleston, New Orleans, Los Angeles, 
San Francisco, and Seattle), the three 
cargo ports (Philadelphia, Baltimore, and 



Searsport, Maine), and the three subports 
(Portland, Oregon; Prince Rupert, British 
Columbia; and Juneau, Alaska), which 
were active at the end of 1944, employed 
more than 171,000 military and civilian 
personnel. The New York installation 
alone employed more than 55,000. The 
activities of the ports of embarkation were 
multifarious; they included the operation 
of shipping terminals, the operation and 
maintenance of Army-owned and char- 
tered transports and harbor boats, the 
repair and conversion of vessels, the oper- 
ation of staging areas for the housing and 
processing of intransit troops, the operation 
of storage and processing facilities for 
equipment and supplies, the regulation of 
the flow of troops and supplies to the ports 
in accordance with the ports’ ability to 
transship them and with due regard to 
movement orders and theaters requisi- 
tions, and certain training activities. The 
cargo ports and subports had more limited 
functions. 3 

Nine zone transportation officers, as 
representatives of the Chief of Transporta- 
tion, supervised a variety of field activities. 
These included holding and reconsign- 
ment points to provide intransit storage 
for equipment and supplies destined for 
oversea areas, freight consolidating stations 
and distributing agencies to handle less- 
than-carload shipments, reservation bu- 
reaus to obtain accommodations on 
regular trains for military personnel, rail- 
road repair shops for the repair of Army- 
owned locomotives and rolling stock, and, 
until 1945, such procurement and depot 
activities as were not carried on directly 
by the Office of the Chief of Transporta- 
tion. The zone transportation offices, the 

3 See Wardlow, op. cit., pp. |95-l 1 0 J for an ex- 
planation of the different types of port installations 
and more detailed personnel data. 
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district transportation offices, which were 
subordinate to the zones, and the port 
agencies (which toward the end of the war 
became district transportation offices) also 
represented the Chief of Transportation in 
keeping movements of troops and supplies 
under observation and in expediting the 
flow of traffic when circumstances re- 
quired it. 4 

The training of officers and enlisted 
men constituted a third group of field 
activities. In the early months of the war 
all such training was given at the ports of 
embarkation, but the greatly increased 
requirements soon necessitated the estab- 
lishment of special schools and training 
centers. Although the Chief of Transporta- 
tion believed that he should command all 
such training installations, under a policy 



adopted by ASF headquarters in 1943 
some of the centers where Transportation 
Corps troops were trained were operated 
by the service commands. 

A number of field procurement offices 
were set up in the fall of 1942 with direct 
responsibility to the Chief of Transporta- 
tion. Before the end of the year, however, 
field procurement activities, as well as 
depot activities, were placed under the 
supervision of the zone transportation offi- 
cers. This arrangement continued until 
near the end of the war; then, with the 
procurement program largely accom- 
plished, these activities were detached from 
the zones and were placed under the direct 
supervision of the Chief of Transportation. 

4 For a fuller disc ussion of tra nsportation zones, 
see Wardlow, op. at., |pp. 1 1 1-23.1 



CHAPTER I 



Army Passenger Traffic 
in the United States 



The tremendous upsurge in military 
passenger traffic that took place during 
the war was apparent to everyone who 
traveled. The difficulty of obtaining seats 
in railway coaches and buses, the scarcity 
of sleeping car accommodations, and the 
throngs of uniformed men and women en- 
countered in transportation terminals 
were unmistakable evidences. Yet the 
ordinary traveler had no contact with the 
most significant part of the military traf- 
fic — that which moved directly from 
installation to installation in special trains. 
Nor could he have any conception of the 
extent and complexity of the problems 
involved in moving large numbers of mili- 
tary personnel in a prompt, orderly, and 
economical manner by common carriers 
and in making the available railway and 
motor equipment perform maximum 
service. 

In approaching the discussion of the 
Army’s passenger traffic, two facts must 
be borne in mind. The first is that civilian 
as well as military travel increased as a 
result of the war. The booming industries 
called for increased business travel, and 
the greater income of wage earners gave 
rise to more travel for personal reasons. 
The rationing of gasoline and tires caused 
many owners to lay up their automobiles 
and use public transportation instead. Al- 
though some of the less essential passenger 



services were eliminated or curtailed and 
efforts were made to obtain a voluntary 
abstinence from pleasure travel, no posi- 
tive restriction was placed on the citizen’s 
right to use the services that were offered. 
As a result, the 1944 railway passenger 
traffic, measured in passenger-miles, was 
334 percent greater than the annual aver- 
age for the years 1935-39, and intercity 
motorbus traffic was 192 percent greater. 

The second basic fact is that the carriers 
were able to make only a limited increase 
in services after the war began. The build- 
ing of new equipment and structures was 
severely limited by the scarcity of mate- 
rials and the higher priority given to mili- 
tary items. Maintaining adequate trans- 
portation operating personnel was made 
difficult by the manpower requirements of 
the armed forces and the inducements 
offered by other industries. Because of 
these limitations on the ability of the car- 
riers to increase their services, the in- 
creased demand for passenger accommo- 
dations had to be met chiefly by a more 
intensive use of existing facilities. 1 

Nature and Volume of the Traffic 

Army passenger traffic fell into several 
categories, each involving special prob- 

1 Wardlow, The Transporta tion Corps: Re sponsibilities, 
Organization, and Operations, |pp. 309-49. | 
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lems and requiring special procedures. 
There were the larger organized troop 
movements, usually involving units and 
their organic equipment, which for the 
most part moved in special trains. There 
were the smaller organized groups that 
traveled chiefly on the regular rail and 
bus services. Military patients being trans- 
ferred between hospitals or from ports of 
embarkation to hospitals were moved on 
both regular and special trains. Prisoner- 
of-war groups for obvious reasons were 
transported chiefly in special trains or spe- 
cial cars. The military and civilian per- 
sonnel of the Army traveling as individuals 
on War Department transportation 
requests naturally used the regular serv- 
ices of the common carriers. 2 The same 
was true of most military personnel travel- 
ing while on leave or furlough, although 
some of this traffic was handled by special 
trains. The Army also arranged for the 
travel of military personnel of Allied 
nations passing through the United States 
and for the initial movements of persons 
of Japanese descent from the Pacific coast 
for relocation. 

The number of military passengers 
moved by the carriers in World War II far 
exceeded the number moved during any 
earlier period. This was necessarily true 
because the number of men in uniform 
was far greater and the plan of training 
required more travel. 3 Specific data are 
available for only certain categories of 
passengers. During the first eighteen 
months of World War II — that is, through 
May 1943 — statistics were prepared on all 
passengers moved by rail, motor, air, and 
water on War Department requests. The 
total for that period was 24,490,707, and 
the peak month was October 1942 with 
2,068,533 passengers. 4 Thereafter, as an 



economy measure, transportation officers 
in the field were no longer required to 
report the number of passengers moved on 
requests that they had issued; hence the 
only data covering the entire war period 
pertain to passengers moved in the organ- 
ized groups routed by the central routing 
authority in Washington. During the 
forty-nine-month period from December 
1941 through December 1945, such traffic 
totaled 35,848,700 passengers; the peak 
month was August 1945, when 1,207,100 
passengers were moved. 5 Neither set of 
figures includes the travel of Army per- 
sonnel while on furlough or leave, which 
was at the individual’s own expense and 
by his own arrangement. 

Since complete data for troop travel 
were not compiled, the exact percentage 
of the whole that military traffic consti- 
tuted is not known, but some indicative 
estimates are available. For the year 1943, 
the Office of Price Administration esti- 
mated that the uniformed personnel of the 
armed services — Army, Navy, Marine 
Corps, and Coast Guard — constituted 25.3 
percent of the total number of passengers 
moved (excluding commuter travel) and 

2 The transportation request is an order on a carrier 
to furnish transportation to persons for official travel 
at government expense. 

’During the nineteen-month period May 191 7— 
November 1918, the railroads moved 8,875,000 pas- 
sengers on WD requests on special and regular trains; 
during a corresponding period, December 1941-June 
1943, such passengers numbered 21,754,000. See Rpt, 
Transportation, Comparative Data, World War I- 
World War II, p. 24, prepared by Conti Div OCT, 
Jul 43, OCT HB MPR. 

4 OCT HB Monograph 20, p. 2 and App. I. 
Roughly 83.8 percent of this traffic moved by rail, 16 
percent by highway, and 0.2 percent by air and water. 

5 See |Table 1 [ and fChart 11 pp. 30, 31, below. Rout- 
ing procedures are explained below, |pp. 2.t^3Tr| 
Groups routed by the central routing authority in 
Washington were estimated to constitute between 50 
and 60 percent of the total traffic moved on WD 
transportation requests. 
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that this military traffic accounted for 39.5 
percent of the total passenger-miles accom- 
plished. 6 In September 1943 the Office of 
Defense Transportation and the Office of 
War Information jointly released data in- 
dicating that, of the total number of pas- 
sengers traveling on regularly scheduled 
trains and buses (that is, excluding special 
troop trains and buses), 20 percent con- 
sisted of servicemen and servicewomen in 
uniform traveling under orders or on 
leave. Of the remaining 80 percent, it 
was estimated that 55 percent represented 
essential civilian travel and 25 percent 
nonessential travel. 7 

Carefully worked out techniques and 
procedures were required to get the great- 
est possible use out of the rail and motor 
equipment available to the Army. Al- 
though considerable progress had been 
made with such techniques and proce- 
dures before the United States entered the 
war, much remained to be done to adapt 
them to the large and closely timed move- 
ments that then became frequent. The 
field maneuvers held in 1940 and 1941 
gave the Army an opportunity to try out 
its own procedures and its working ar- 
rangements with the railroads, and also to 
determine how far commercial motor 
vehicles could be used for this purpose. 
The precipitate entry of the United States 
into a war involving action in both Atlan- 
tic and Pacific areas put these arrange- 
ments and procedures to the acid test. The 
results were gratifying, as General George 
C. Marshall, the Army Chief of Staff, later 
testified. 8 There remained, nevertheless, 
many features to be developed and refined 
in order for the Army to execute the heavy 
troop movements of 1943 and 1944 with 
smoothness and efficiency. As an indica- 
tion of the size of this undertaking, the 



Chief of Transportation stated that during 
the period of heavy traffic in the spring of 
1943 a special troop train was started for 
every six minutes in the twenty-four-hour 
day. 9 

The system under which troops were 
inducted and trained was expensive in 
terms of transportation. In World War I 
the typical draftee made three basic 
moves — from home to cantonment, from 
cantonment to specialized training camp, 
and thence to port of embarkation. In 
World War II he made at least five 
moves — from home to induction station, 
and thence to reception center, replace- 
ment training center, unit training center, 
and port of embarkation — and, in addi- 
tion, most soldiers were moved to special- 
ized training centers and to training 
maneuver areas. Induction stations, recep- 
tion centers, and replacement training 
centers were numerous and scattered. Spe- 
cialized training centers were widely dis- 
persed, and some training was phased, 
with each phase taking place at a different 
station. Troops and their equipment fre- 
quently were transported all the way 
across the continent in order to meet the- 

6 Exhibit A-68, before ICC, Ex parte 148, October 
23, 1944, reproduced as App. II in OCT HB Mono- 
graph 20. As the percentages indicate, the average 
haul for military passengers was longer than that for 
the traffic as a whole. 

7 ODT Press Release 349, 3 Sep 43, OCT HB Topic 
ODT. These figures were released in connection with 
the campaign for a voluntary reduction of nonessential 
travel. 

8 In the Biennial Report of the Chief of Staff of the 
United States Army, July 1 , 1941 to June 30, 1943 . . . , 
the Chief of Staff stated that the movement of almost 
600,000 troops and their impedimenta by rail during 
the first five weeks of the war had been accomplished 
“in an extremely efficient manner.” See also, Memo, 
Marshall for the President, 3 Mar 42, sub: Troop and 
Cargo Mvmts, WDCSA 370.5. 

9 Statement in NBC radio broadcast, based on data 
from Military Transportation Section AAR, reported 
in Railway Age, May 15, 1943. 
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ater requests for certain types of units 
promptly. The Passenger Branch in the 
Office of the Chief of Transportation esti- 
mated that men shipped overseas made on 
the average between six and seven moves 
at Army expense before sailing . 10 

Many criticisms were leveled at the 
Army because of what appeared to be ex- 
cessive troop movements. These criticisms 
originated with other government agen- 
cies, railroad officials and shippers, and 
soldiers who wanted fewer moves and bet- 
ter travel accommodations. The Army de- 
fended its troop movements and system of 
training and, in the beginning, denied that 
unnecessary moves were made. Later, the 
Commanding General, Army Service 
Forces, and his Chief of Transportation 
became convinced that the number of 
moves could be reduced without military 
disadvantage and requested the com- 
manders of the Army Ground Forces and 
the Army Air Forces to give the subject 
their attention . 11 The War Department 
also endeavored to eliminate unnecessary 
official travel by individuals and to reduce 
group meetings, in line with requests made 
to all government agencies by J. Monroe 
Johnson, the Director of Defense Trans- 
portation, and James F. Byrnes, the 
Director of War Mobilization . 12 

Several officials and divisions in the 
Office of the Chief of Transportation were 
concerned with passenger traffic. The 
Assistant Chief of Transportation for Op- 
erations, Brig. Gen. Robert H. Wylie, had 
an over-all co-ordinating responsibility. 
The Movements Division, headed first by 
Col. (later Brig. Gen.) Andrew F. McIn- 
tyre and then by Col. Donald E. Farr, was 
concerned especially with the movement 
of troops and troop equipment destined for 
oversea areas, and the co-ordination of in- 



land transportation with staging arrange- 
ments at the ports of embarkation and with 
troop transport schedules. The Rail Divi- 
sion, headed for a time by Mr. Gustav 
Metzman, then by Col. (later Brig. Gen.) 
John A. Appleton, and finally by General 
McIntyre, represented the Chief of Trans- 
portation in his endeavor to help the rail- 
ways meet their equipment and manpower 
problems so that adequate services could 
be maintained. The Highway Division, 
under the leadership first of Col. Frederick 
C. Horner and then Col. Lacey V. Mur- 
row, performed a similar service for the 
bus operators. The Traffic Control Divi- 
sion was responsible for arrangements with 
the carriers regarding group and individ- 
ual travel, for instructing transportation 
officers in the field concerning their re- 
sponsibilities and assisting them when 
necessary, for the routing of organized 
movements of more than one carload, and 
for controlling special troop movements. 

Under the Chief of Transportation the 
day-to-day task of arranging transporta- 
tion for and supervising the movement of 
the Army’s passenger traffic was charged 
to the Traffic Control Division, which was 
headed by Mr. (later Brig. Gen.) William 
J. Williamson. Under The Quartermaster 

10 Memo, CofT for C of Adm Svs SOS, 22 Jan 43, 
OCT 357 New Orleans; Memo, Sp Sv Div for CofT, 
11 May 43. OCT 511; Memo, Col Edmund C. R. 
Lasher for Gross, 1 Sep 43; Interv with Col I. Sewell 
Morris, 15 Aug 50 (unless otherwise indicated, all in- 
terviews were conducted by the author); last two in 
OCT HB Traf Conti Div Pass. 

11 See Wardlow, op. cit. , [p7 3451| Memo, CG SOS for 
CofT, 20 Jan 43, sub: Use of Rail Trans, OCT 51 1 
Co-ordination of Troop Mvmts; Memo, CG ASF for 
DCofS USA, 10 Aug 43; Memo, ACofS G-3 for 
DCofS, 10 Aug 43; last two in WDCSA 370.5. 

12 Memo, ODT to All Government Agencies, 20 
May 44; WD Memo W 55-44, 27 May 44, sub: Re- 
duction of Unnecessary Travel; Ltr, SW to Johnson, 
19 Jul 44; Ltr, Actg SW to Byrnes, 1 Feb 45; Memo, 
TAG for CG ASF, 5 Feb 45, sub: Curtailment of Pass 
Traf; all in G-4 510. 
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General, who managed Army traffic dur- 
ing peacetime, this function had been per- 
formed by the Commercial Traffic Branch, 
headed by Capt. (later Col.) Edmund C. 
R. Lasher. When responsibility for trans- 
portation and traffic was transferred from 
The Quartermaster General to the Chief 
of Transportation in March 1942, the per- 
sonnel of the Commercial Traffic Branch 
was also transferred and it became the 
foundation on which the Traffic Control 
Division was built. Lasher then became 
Williamson’s deputy. 13 

Working Arrangements With the Carriers 

The collaboration of the common car- 
riers and the Army was an outstanding 
example of team work between private 
industry and government in a national 
emergency. It was especially noteworthy 
because, unlike many other industries that 
were wholly or partially withdrawn from 
the civilian field in order that their capac- 
ity might be devoted to war work, the 
carriers continued to meet an expanding 
civilian demand while also filling the mili- 
tary need. The carriers and the Army did 
not always see eye to eye in regard to oper- 
ating and traffic matters, but in the major 
endeavor — moving troops and military 
supplies swiftly and safely to their destina- 
tions — they achieved a high degree of 
understanding and co-operation. 

In his negotiations with the carriers on 
operating and traffic matters the Chief of 
Transportation dealt, so far as possible, 
with agencies representing the respective 
branches of the industry, rather than with 
the individual lines. This not only was ad- 
vantageous from the standpoint of con- 
ducting negotiations and arriving at uni- 
form agreements, but it also facilitated the 
pooling of the equipment of many carriers 



to meet the large military requirements. 

Fortunately the railroads, which carried 
the bulk of the Army’s passenger traffic, 
were well organized for this purpose. The 
Association of American Railroads, with 
headquarters in Washington, represented 
lines controlling 97.5 percent of the total 
railroad mileage. Its Car Service Division, 
with Warren C. Kendall as manager, ex- 
ercised a broad influence over the distri- 
bution and employment of the passenger 
cars owned by those lines. The Military 
Transportation Section of the Car Service 
Division, managed during the greater part 
of the war by Arthur H. Gass and later by 
John J. Kelly, was designed to deal exclu- 
sively with the requirements of the armed 
forces, and during the war it was conven- 
iently located adjacent to the Traffic Con- 
trol Division in the Pentagon. In passenger 
traffic matters the railroads were repre- 
sented by seven territorial passenger asso- 
ciations — New England, Trunk Line, 
Central, Southern, Southwestern, Western, 
and Transcontinental — and by the Inter- 
territorial Military Committee on which 
each territorial association was repre- 
sented. This committee, with Hugh W. 
Siddall as chairman, maintained head- 
quarters in Chicago and was the channel 
through which most rate and traffic mat- 
ters were handled between the Army and 
the railroads. 14 

The common carriers by bus were not 
as fully or effectively organized as the rail- 
roads since they constituted a much newer 
branch of the transportation industry and 
many small operators were concerned 
only with local business. The National 



13 Williamson had been general traffic manager of 
a large mail-order house and was one of a number of 
civilian experts who were brought into the TC organ- 
ization to give it the benefit of their experience with 
transportation and tr affic. 



14 Wardlow, op. cit. pp. 312-14. 
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Association of Motor Bus Operators, with 
headquarters in Washington, and the Na- 
tional Bus Traffic Association and National 
Bus Military Bureau, located in Chicago, 
were convenient channels through which 
the Army could negotiate with the opera- 
tors, but their memberships were limited 
and they were much less influential than 
the corresponding organizations in the 
rail field. The use of the commercial air- 
lines for military passenger traffic was 
small enough that no special organizations 
to deal with such traffic were needed. 15 

The working arrangements regarding 
traffic by rail were incorporated in two 
basic agreements that were negotiated 
annually between the territorial passenger 
associations and the armed forces. The 
Joint Military Passenger Agreement was 
the more comprehensive. In addition to 
fare reductions (called allowances in the 
agreement), it covered arrangements 
relating to special cars and special trains, 
the transportation of military baggage 
and impedimenta, the transportation of 
the bodies of deceased military personnel, 
the use of baggage cars as kitchen cars for 
troop trains, and the routing of traffic. 
The Joint Military Passenger Equaliza- 
tion Agreement, which was effective con- 
currently with the Joint Military Passen- 
ger Agreement and considered a part of 
it, committed carriers that were not re- 
quired by law to allow 50 percent land- 
grant deductions from commercial fares in 
favor of military passengers to allow equal 
deductions on corresponding routes, with 
specified exceptions. 16 The so-called land- 
grant rates, a much controverted subject, 
had their origin in the Land Grant Acts 
by which federal lands were ceded to the 
railroads during their developmental 
period. The allowances other than land- 



grant deductions, applicable to both land- 
grant and non-land-grant routes, were 
made by the carriers under Section 22 of 
the Interstate Commerce Act. A few 
coastwise steamship lines with which the 
railroads had through-booking arrange- 
ments were parties to both agreements. 

The Joint Military Passenger Agree- 
ment included separate fare provisions for 
military traffic and nonmilitary traffic. 
Military traffic embraced chiefly commis- 
sioned officers, warrant officers, nurses, 
and enlisted personnel of the U.S. armed 
forces on active duty, and the allowance 
on such traffic was 5 percent from the 
commercial one-way fares for all classes of 
travel between points between which no 
land-grant deductions were applicable, 
and 3 percent from the one-way net fares 
on routes that were subject to land-grant 
deductions. Nonmilitary traffic included 
several categories of persons who were not 
on active military duty but whose trans- 
portation was paid entirely by the U.S. 
armed forces, and the allowance on such 
traffic was 5 percent from one-way com- 
mercial fares in all classes. 

The several classes of transportation 
affected by the fare reductions accorded 
by the Joint Military Passenger Agree- 
ment were designated first class (standard 
sleeper and parlor car), intermediate class 
(tourist sleeper), coach class, and mixed 
class (combination of coach and sleeper). 
Since the Army’s policy was to accomplish 
overnight troop movements in tourist 
sleepers rather than in standard sleepers, 

~ iLoCTHB Monograph 6, pp. 102, 197, 203, 265. 

16 The last agreements during the war were JMPA 
22 and JMPEA 22, both effective ljuly 1945. For the 
historical background of these agreements, see Com- 
ments Prepared by Representatives of the War De- 
partment, Navy Department, and Marine Corps, 
October 15, 1930, on Senate Bill 4447, 71st Cong., 1st 
Sess., OCT HB Topic Mil Pass Agreements. 




ARMY PASSENGER TRAFFIC IN THE UNITED STATES 



17 



it benefited from the railroads’ agreement 
to accept intermediate -class fares on many 
routes west of the Mississippi on which 
such fares were not ordinarily available. 
The railroads did not accept the interme- 
diate-class fares east of the Mississippi, but 
collected the first-class fare for all troops 
moved in sleepers, standard or tourist, 
subject of course to the agreed allow- 
ances. 17 

One of the advantages that the rail- 
roads gained under the Joint Military 
Passenger Agreement was the privilege of 
suggesting the routes on which the traffic 
of the armed forces should move. This 
enabled them to distribute the traffic on a 
basis that the carriers accepted as equit- 
able. The Joint Military Passenger Equal- 
ization Agreement enabled the territorial 
passenger associations, which were respon- 
sible for the satisfactory distribution of 
such traffic, to perform that function 
without the complications that would 
have arisen if it had been necessary to 
take land-grant and non-land-grant fares 
into consideration in working out each 
routing. The equalization agreement also 
eliminated the necessity of routing traffic 
on circuitous land-grant routes in order to 
meet the government’s insistence on the 
lowest net fare, and in that respect was 
advantageous to both the carriers and the 
armed forces. To the carriers the routing 
privilege was an essential feature of the 
agreement, and they sometimes referred 
to it as the justification for the fare allow- 
ances that they made. The armed forces, 
however, had the right under the agree- 
ments to reject a suggested routing when 
it appeared to be unduly circuitous or 
otherwise disadvantageous from a military 
standpoint. 18 

Another important feature of the Joint 
Military Passenger Agreement from the 



standpoint of the railroads was the clause 
that defined the conditions under which 
the armed forces might use carriers other 
than those parties to the agreement. In 
peacetime and for a period after the 
United States began to rearm, this clause 
committed the armed forces to using the 
services of the railway and coastwise 
steamship lines for all movements except 
when those services were “inadequate to 
meet the military necessity of the Govern- 
ment.” As long as this clause was in effect, 
the possibility of moving troops by com- 
-mercial bus or air lines was exceedingly 
limited. Effective 1 July 1941, the clause 
was modified to permit the armed forces 
to use motor and air carriers whenever 
they were able, in the judgment of the 
officers arranging the transportation, to 
provide “more satisfactory service to meet 
the military requirements of the Govern- 
ment.” But even under the modified clause 
the railroads were in a preferred position 
with respect to military traffic. 19 

Fare concessions were the key feature of 
the Joint Military Passenger Agreement 
from the Army’s standpoint. The Army 
started negotiations for greater conces- 
sions from the railroads soon after the 
emergency began. Whereas the railroads 
always had contended that the routing 
privilege was the feature that justified fare 
concessions beyond the land-grant deduc- 
tions, the Army traditionally had stressed 
the volume and character of its traffic as 
the justification for such concessions. 

At a conference in December 1940, 
when the renewal of the agreement for the 

” OCT HB Monograph 21, p. 27; WD CTB 6, 27 
Jun 44, pars. 3, 4, 5, 6; JMPA 22, Sec. 7(4). 

> 6 JMPA 22, Sec. 27. 

19 JMPA 17, effective 1 Jul 40, Sec. 6, par. 3; JMPA 
18, 1 Jul 41, corresponding par. See OCT HB Mono- 
graph 6, pp. 183-93, for circumstances leading to this 
change. 
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next fiscal year was being discussed, the 
Army representative requested an increase 
in the allowance on fares affected by land- 
grant deductions from 3 to 12 percent, 
and on other fares from 5 to 15 percent. 
The Army’s arguments were that military 
traffic had increased many times since the 
beginning of the emergency, that this 
traffic came to the railroads without the 
usual expense of solicitation, and that 
troop movements permitted the use of 
railway cars with an intensity that was 
not possible in regular traffic. The carriers 
did not accede to this request. They con- 
tended that, while troop traffic permitted 
them some economies, it also entailed 
special arrangements and extraordinary 
expenses. 20 

The Chief of Transportation continued 
the effort to obtain greater fare allowances 
from the railroads to the end of the war, 
but without success. The last move in that 
direction — made in September 1945 — 
was aimed at the situation east of the 
Mississippi, where the railroads collected 
first-class fares for troops moving in either 
tourist or standard sleepers and where 
land-grant deductions were applicable to 
only a limited number of lines. General 
Gross argued that the railroads should 
not get a greater revenue from a sleeper 
carrying soldiers than from one carrying 
civilians. He pointed out that, although 
the Army placed 40 to 50 percent more 
passengers in a car than was possible with 
civilian traffic, the reduction allowed to 
the Army under the Joint Military Pas- 
senger Agreement was only 5 percent. 
He accordingly instructed General Wil- 
liamson to undertake a renegotiation of 
fares on the basis of that principle. 21 Wil- 
liamson left the Army during the follow- 
ing month, and Gross retired at the end of 
November 1945, up to which time the fare 



allowances under the Joint Military Pas- 
senger Agreement remained unchanged. 
Before the end of 1945 Congress took ac- 
tion to abolish land-grant deductions, and 
an entirely new military rate agreement 
then had to be negotiated. 

The abolition of land-grant rates came 
as the culmination of a struggle in which 
the War Department and the railroads 
were on opposite sides. The carriers long 
had contended that the government’s 
grants of land to western and southern 
lines in the third quarter of the nineteenth 
century to encourage the extension of rail 
facilities and the settlement of new terri- 
tories no longer justified the deduction of 
50 percent from normal charges when 
government passengers and freight were 
hauled. 22 Tbe War Department was 
reluctant to assume the added transporta- 
tion expense that the discontinuance of 
the deductions would entail. 23 This atti- 
tude was reflected in the Transportation 
Act of 1940, which abolished land-grant 
deductions for other types of government 
traffic but retained them for “military or 
naval property of the United States mov- 
ing for military or naval and not for civil 
use,” and for “members of the military or 
naval forces . . . traveling on official 
duty.” 24 

The question of total abolition of land- 
grant rates again came before Congress 
during the war, and again the War De- 
partment opposed such action. It cited 

2I> OCT HB Monographs 6, pp. 204-07; and 21, pp. 
28-31. 

21 Memo, CoFT for Williamson, 5 Sep 45, sub: Pas- 
senger Rates for Mil Travel, OCT HB Gross Day File. 

22 For the railroads’ position, see Robert S. Henry, 
“The Railroad Land Grant Legend in American His- 
tory Texts,” Mississippi Valley Historical Review, 
XXXII, September 1945, pp. 177-94. 

23 Ltr. Actg SW to Chm House Com on Interstate 
and Foreign Commerce, 1 1 Jun 38, G-4/24801-2. 

24 PL 785. 76th Cong., Title III, Pt. II, Sec. 321(a). 
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the favorable financial position of the car- 
riers resulting from the heavy wartime 
traffic, as well as the huge additional cost 
to the Army, which the Chief of Trans- 
portation estimated would be about 
$200,000,000 on passenger and freight 
traffic during a war year. The War De- 
partment, however, indicated that “at 
another time and under other conditions” 
a different situation might obtain, and 
when the question came to a decision soon 
after the end of hostilities the department 
acquiesced. 25 The abolition of land-grant 
rates, effective 1 October 1946, consider- 
ably simplified the arrangements between 
the armed forces and the railroads regard- 
ing transportation charges, and in the 
Joint Military Passenger Agreement that 
became effective concurrently with the 
new law, the fare reduction allowed to the 
armed forces was 10 percent from com- 
mercial fares in all classes. 26 

Although the armed forces did not ob- 
tain greater percentage allowances on 
railroad passenger fares during the war, 
they were successful in adding to the cate- 
gories of passengers eligible for the allow- 
ances. 27 The scope of the term “military 
traffic” was broadened to include enlisted 
reservists recalled to active duty, certain 
female personnel of the Medical Depart- 
ment of the Army, and members of the 
Women’s Army Corps. The coverage of 
the term “nonmilitary traffic” was ex- 
tended to include (when traveling on 
transportation requests of the armed 
forces) retired and discharged military 
personnel returning to their homes, per- 
sonnel of the American Red Cross, officers 
of the Army Specialist Corps, student 
nurses (civilians), military personnel of 
nations receiving aid under the Lend- 
Lease Act, and alien enemies, prisoners of 
war, and other interned persons. 28 



The allowances granted under the 
Joint Military Passenger Agreement ap- 
plied only to railroad fares, not to space 
rates in Pullman cars. The Pullman Com- 
pany was not a party to this agreement 
but separately made certain concessions 
to the armed forces. It agreed to provide 
standard sleepers for group movements of 
enlisted men when no tourist sleepers 
were available and to accept tourist 
sleeper berth rates in such cases. It per- 
mitted tourist sleepers to operate and 
tourist berth rates to apply in the eastern 
and southeastern territories, even though 
there were no regular tourist sleeper serv- 
ices in those territorities. The Pullman 
Company permitted the drawing rooms 
of tourist sleepers to be occupied at the 
regular berth rates when the cars were 
being used for military movements. It also 
accepted the berth rate for the shortest 
route between two points when troops 
were routed over a longer route under the 
Joint Military Passenger Equalization 
Agreement. 29 

Since the Army aimed to move troops 
by special trains whenever practicable, 
the conditions under which such arrange- 

25 Ltrs, SW to Chm House Com on Interstate and 
Foreign Commerce and Chm Senate Com on Inter- 
state Commerce, 6 Apr 44, AG 500 (6-2-3 7) ( 1 ) Trans 
by Rail; Memo, CoFT for USW, 2 Aug 44, OCT HB 
Gross Day File; Senate Com on Interstate Commerce 
and House Com on Interstate and Foreign Commerce, 
Hearings on HR 4184 , 7fith Cong., 2d Sess., March 
16-23, 1944; Ltr, SW to Chm Senate Com on Inter- 
state Commerce, 3 Jul 45; Ltr, SW to Dir Bur of 
Budget, 6 Dec 45; last two in AG 500 (26 Mar 45)(1); 
PL 256, 79th Cong., approved 12 Dec 45. 

26 JMPA 23, 1 Oct 46, Sec. 6(1). 

27 OCT HB Monographs 6, p. 206; and 21, pp. 3-5. 
The voluminous correspondence regarding changes in 
JMPA is filed in OCT 55 1.1 JMPA. 

28 JMPA 22, Secs. 3, 4. 

20 OCT IIB Monograph 21, p. 27; Ltr, DC of Traf 
Conti Div OCT to Pullman Co., 26 Jul 45, and reply, 
2 Aug 45, both in OCT 510 Trans of Parties; WD 
CTB 6, revised 9 Jun 45, Sec. V. 
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merits would be made by the railroads 
were of considerable importance. At the 
beginning of the war the carriers’ tariffs 
required a minimum of 100 first-class 
fares, or equivalent revenue, for the oper- 
ation of a special train. This meant more 
than 1 00 fares when the troops were mov- 
ing in coaches or tourist sleepers, and the 
Chief of Transportation sought a reduc- 
tion. The result was that during the 
greater part of the war the minimum for a 
special train was 75 first-class fares where 
no land-grant deductions were involved, 
and 90 first-class fares on land-grant 
routes. 30 

Conditions relating to the furnishing of 
special cars on regular trains were not in- 
corporated in the Joint Military Passenger 
Agreement but were covered by informal 
arrangements. The minimum require- 
ment for special sleepers for military 
movements was fifteen passengers. The 
Army requested the railroads to make the 
same arrangement for special coaches and 
also sought to have this feature covered in 
the JMPA, but was only partially success- 
ful. The railroads declined to commit 
themselves without qualification to furnish 
special coaches; however, they agreed to 
do so for the handling of prisoners of war 
and internees for whom special coaches 
obviously were necessary and stated that 
they would furnish special coaches for 
troops to the extent of their ability. The 
minimum requirement for special coaches 
was fixed at twenty-two and a half fares. 31 

The arrangements concerning the 
movement of troop impedimenta were 
evolved in practice rather than fixed by 
agreement. The railroads agreed to equal- 
ize the land-grant freight rates so that 
impedimenta could move with troops at 
the lowest net freight charge, but no 



agreement was reached with regard to 
special trains for this purpose. 32 The 
Army found it advantageous when large 
units were moving to ship the personal 
baggage and the organizational equip- 
ment in advance by special freight trains 
and the troops in special troop trains, 
rather than to move both in mixed trains. 
But the Army did not accept the rail- 
roads’ contention that the payment for a 
special impedimenta train should be on 
the same basis as for a mixed train — that 
is, a minimum number of passenger fares 
in addition to the appropriate freight 
charges. When negotiations became dead- 
locked, the Army announced that it no 
longer would request special trains for 
troop impedimenta but would allow the 
carriers to determine whether they could 
best handle the impedimenta in mixed 
trains with troops, or in regular freight 
trains for which only freight charges 
would be assessed. 33 As it worked out, 
most separate impedimenta trains moved 
as regular freight trains, and in emergency 
cases where the Army requested special 
freight train service, it paid the usual addi- 
tional charge for such service. 

The Army and the railroads also were 
at odds concerning liability for the per- 
sonal effects of troops — principally bar- 
racks bags, bedrolls, and foot lockers— 
which were carried as baggage. When 
troops used regular trains, such baggage 
up to 150 pounds per person was checked 
in the usual manner and the railroads as- 

30 OCT HB Monograph 21, pp. 47-51; JMPA 22, 
Sec. 18(3). 

31 OCT HB Monograph 21, pp. 61-62; WD CTB 
22, 29 June 44, Sec. 1. 

32 OQMG Cir Ltr 157, 16 Jul 41, sub: Equalization 
of Rates on Trans of Imped; Memo, IMC for CofT, 
et al., 22 Jun 42, OCT 551.2 Mil Imped. 

33 Ltr, IMC to CofT, et al., 29 Jun 43; Ltrs, OCT to 
IMC, 2 Sep 43 and 12 Oct 43; all in OCT 551.1 
JMPA 20. 
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sumed the usual liability. When larger 
movements took place, the baggage was 
transported in bulk (unchecked) in un- 
attended baggage cars, and in such in- 
stances the carriers objected to assuming 
full liability. They proposed that a clause 
be inserted in the Joint Military Passenger 
Agreement limiting their liability to 
$25.00 per person on unchecked baggage, 
with a total liability of $2,500 per baggage 
car, unless additional liability was as- 
sumed under an insurance arrangement. 
The Army refused to accept this tender, 
and no such limitation on the carriers’ 
liability was included in the wartime 
agreements. 34 

Providing meals for troops traveling by 
rail gave rise to a number of problems 
after heavy movements began. The first 
problem involved the question whether 
troops using regular trains should be pro- 
vided with cash or with tickets to cover 
their meals when rations in kind (food 
boxes) were not furnished. Both the car- 
riers and the Traffic Control Division in 
Washington favored the use of tickets, 
since troops often spent the subsistence 
allowance in other ways and the railroads 
found that they had provided food for 
customers that did not appear. The War 
Department, while directing that tickets 
“ordinarily” would be used, nevertheless 
left it to the officer ordering each move- 
ment to determine whether tickets or cash 
should be provided, on the ground that 
there were occasions when it was inadvis- 
able or impracticable to use meal tickets. 35 
This meant that there was lack of uni- 
formity in regard to movements originat- 
ing with field installations, and the im- 
practical method of giving troops a cash 
allowance to cover meals en route con- 
tinued in use. 



A more serious problem involved the 
decision whether troops would use the 
regular dining car service or would be fed 
from troop kitchen cars attached to regu- 
lar trains. Although the subsistence of 
troops was a Quartermaster function and 
the subject was covered in the Quarter- 
master series of War Department regula- 
tions, the Chief of Transportation took an 
active interest because of the bearing that 
the question had on troop morale and 
discipline. In the early part of the war 
when the decision whether or not to 
attach troop kitchen cars to trains was 
left to the commanding officers of the in- 
stallations originating the movements, it 
often happened that provision was not 
made for kitchen cars when large num- 
bers of troops were moving and that the 
regular dining cars were unable to accom- 
modate both civilians and soldiers. Under 
such circumstances there was likely to be 
a disorderly scramble for food at each stop 
along the route. The regulation accord- 
ingly was changed so that kitchen cars 
were required for all movements of 100 or 
more military personnel involving a jour- 
ney of twenty-four hours or more duration. 
They might be used for movements of 
smaller size or shorter duration if the rail- 
roads could provide them. 36 

At the outset the Army had no special 
kitchen cars. The railroads therefore 
agreed to furnish without charge, for each 
250 troops or fraction thereof (but not for 
less than 100), an empty baggage car in 
which the Army could install kitchen 
equipment. The early practice was to re- 

31 OCT HB Monograph 2 1, pp. 92-93; JMPA 22, 
Sec. 23. 

28 WD Cir 209, 6 Occ 41; AR 30-2215, l Feb 44, 
par. 2; OCT HB Monograph 6, pp. 256-68. 

38 AR 30-2215, 14 Jun 43, par. 2; AR 30-2215, 1 
Feb 44, par. 2, and Changes 2, 2 7 Jul 45 ; OCT HB 
Monograph 21, pp. 81-83. 
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move the kitchen equipment at the end 
of each trip and ship it back to the station 
of origin and to return the car to the rail- 
road. When troop movements became 
a constant operation, the installation and 
removal of kitchen equipment was found 
to be both time-consuming and costly, 
and the wear and tear on the cars was 
considerable. The establishment of a per- 
manent pool of converted baggage cars 
was then proposed, but the need for 
cars in regular baggage service placed 
limits on the execution of the plan. The 
situation was relieved when the govern- 
ment began to acquire special troop kitch- 
en cars. Nevertheless, baggage cars were 
needed for kitchen purposes to the end of 
the war, and the somewhat complicated 
arrangements concerning their employ- 
ment were detailed in the Joint Military 
Passenger Agreement. 37 

Special arrangements were necessary in 
connection with the operation of the gov- 
ernment-owned troop sleepers and troop 
kitchen cars that began to enter service 
late in 1943. The first order for 1,200 
troop sleepers and 400 troop kitchen cars 
was placed by the Defense Plant Corpora- 
tion in March 1943, and a duplicate order 
was placed in May 1945. 38 The troop 
sleepers provided berths for thirty persons, 
in ten tiers of three berths each, arranged 
crosswise. Although the cars were of sim- 
plified design and the facilities were utili- 
tarian, the troop sleepers were adequate 
and they were far preferable to coaches 
for overnight travel. The troop kitchen 
cars also were of simplified design, but 
they were well equipped and were a great 
improvement over converted baggage 
cars. The underlying purpose in the con- 
struction of both types of cars was to pro- 
vide additional troop train equipment 



with a minimum expenditure of scarce 
materials and production time. 39 

The operating arrangements pertaining 
to these government-owned cars were cov- 
ered by interlocking contracts between 
the Defense Plant Corporation and the 
Pullman Company, and between the As- 
sociation of American Railroads and the 
Pullman Company. 40 Briefly stated, the 
arrangements were as follows: The rail- 
roads paid a mileage rate and the Pull- 
man Company paid a rental fee to the 
Defense Plant Corporation for the use of 
the cars. The Pullman Company operated 
and maintained the troop sleepers in 
much the same manner as it operated and 
maintained its owned equipment. The 
Pullman Company assigned the troop 
kitchen cars to service in accordance with 
the needs of the armed forces, and was re- 
sponsible for their maintenance as rail- 
road equipment at the expense of the 
Defense Plant Corporation; the armed 
forces provided and maintained the kitch- 
en equipment, provided the kitchen sup- 
plies and mess crews, and were responsible 
for interior cleaning. 

The principal traffic arrangements 
between the armed forces and the carriers 
regarding the use of troop sleepers and 
troop kitchen cars were included in a spe- 



WD Cir 181, 27 Aug 41, Sec. Ill; AR 55-135, 31 
Aug 42, par. 2; JMPA 22, 1 Jul 45, Sec. 24; OCT HB 
Monograph 21, pp. 51-58- 

3a Circumstances leading to the place ment of these 
orders are discussed in Wardlow, op. at. . Ido. 333-34. 1 
35 These special sleepers and kitchen cars were of 
all-steel construction, 54 feet-2 inches long over the 
bumpers, and had no vestibules. They had two 
4-wheel high-speed trucks and were equipped for 
operation in regular passenger train service. For fur- 
ther technical details, see file OCT HB Rail Div 
Troop Sleepers and Kitchen Cars. 

' I0 Both contracts were published in a pamphlet, 
Special Troop Car Contracts, OCT HB Rail Div 
Troop Sleepers and Kitchen Cars. 
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troop kitchen cars en route to a port. 

cial agreement published each year in 
connection with the Joint Military Passen- 
ger Agreement but not as a part of it . 41 
For transportation in troop sleepers the 
armed forces paid the railroads fares equal 
to two thirds of the normal one-way first- 
class fares, except that when such fares 
were greater than the net military fares 
under JMPA the lesser fares were appli- 
cable . 42 For Pullman service the armed 
forces paid the Pullman Company a troop 
sleeper berth rate equal to one third of the 
sum of the lower and upper berth rates 
applicable to tourist sleeping cars. The 
agreement provided that the Pullman 
Company would assign troop sleepers only 
when tourist sleepers were not available, 



but because of the urgent need both types 
were continuously in use. 

To cover the movement of kitchen cars, 
the armed forces paid the carriers (rail- 
roads and Pullman Company) a rate of 
six cents a mile regardless of whether the 
cars were moving in service or out of serv- 
ice. In addition, members of the military 
mess crews of kitchen cars paid fares 
according to the class of the cars in which 
they had passenger accommodations. Re- 
quests for the assignment of kitchen cars 

41 Joint Agreement T 3, It Apr 45, published with 
JMPA 22, embraced changes to date in original agree- 
ment of 1 1 March 1943. 

42 Troop sleeper railroad fares were applicable 
throughout the country, although tourist (intermedi- 
ate) fares applied only west of the Mississippi. 
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were made to the Pullman Company by 
the several armed services when they 
arranged for coaches or sleepers to move 
their troops. An Army officer was detailed 
to the Pullman Company headquarters in 
Chicago to co-ordinate these requests and 
eliminate unnecessary deadhead mileage. 
By agreement among the armed services a 
deadhead movement of a kitchen car was 
charged to the service for which the last 
in-service movement of the car was made. 13 

During the war the Army built up a 
fleet of 320 hospital cars and 60 medical 
kitchen cars, and separate arrangements 
were made covering the operation of this 
equipment over the carriers’ lines and the 
fares to be paid for the transportation of 
patients and attendants. 44 The terms that 
the Chief of Transportation accepted after 
long negotiation and after some of the 
hospital cars were already in service were 
not satisfactory to him, and he made re- 
peated efforts to have them modified. He 
argued that the railroads should not get a 
greater revenue from the government- 
owned hospital cars than for moving pa- 
tients in Pullman cars. The railroads were 
unwilling to meet his proposal that they 
either pay a mileage rate to the govern- 
ment or reduce the fares, but they finally 
agreed to assume certain routine servicing 
charges retroactively. 15 After the war spe- 
cial arrangements were made between the 
Army and the railroads concerning the 
use of 118 government-owned mortuary 
cars, which were employed for transport- 
ing the remains of World War II dead 
after repatriation from overseas. 46 

Early in the emergency the railroads, 
acting on their own initiative, granted re- 
duced rates to members of the armed 
forces traveling at their own expense while 



on furlough, leave, or pass. Initially the 
reductions varied in the different territories 
and they were offered only for limited 
periods. The War Department urged the 
railroads to adopt uniform rates and to 
make the reductions effective for the entire 
war period. Eventually this was done. 47 A 
round-trip coach fare of one and a quarter 
cents a mile, good for thirty days from 
date of sale, was allowed to members of 
the armed forces traveling in uniform and 
holding furlough fare identification certifi- 
cates. This fare was less than the average 
that the government paid for troops mak- 
ing official moves. 48 Several bills were in- 
troduced in Congress proposing greater 
reductions on furlough tickets, but they 
were not passed. The War Department 
considered the fares adopted voluntarily 
by the railroads to be equitable and did 
not favor forcing the carriers to furnish 
this service at a loss. The department also 
opposed a plan to have furloughees pay 
one cent a mile and the government pay 
the remainder of the tariff fares. 49 



43 OCT HB Monograph 21, pp. 32-36, 74-80. Con- 
cerning requests for assignment of kitchen cars, see 
Memo, CofT for 6th ZTO, 30 Jun 43, OCT 531.2 
Troop Sleepers and Kitchen Cars. 

44 Wardlow, op. c;7.. |pp. 381-9 It OCT HB Mono- 
graph 2 1, pp. 36-38; WD Memo W 55-33-43, 10 Aug 

43, sub: Trans of Hosp Cars and Trains. 

45 Ltr, DC of Traf Conti Div to W. C. Kendall, 
Chm Car Service Div AAR, 31 Jul 43, OCT 080 
AAR; Ltr, CofT to John J. Pelley, Pres AAR, 10 May 
45, OCT 53 1.4 Hosp Train; Ltrs, C of Rail Div OCT 
for Charles H. Buford, Vice Pres AAR, 16 and 30 
May 45, OCT 080 AAR; Ltr, AAR to C of Rail Div 
OCT, 30 Jun 45, OCT HB Rail Div Hosp Cars. 

40 Ltr, IMC to CofT, 3 Sep 47, OCT HB Rail Div 
Mortuary Cars. 

47 OCT HB Monograph 6, pp. 210-13. 

48 Ltr, SW to Sen H. Styles Bridges, 30 Jun 41; Ltr, 
Adm Asst to SW to Sen W. Lee O’Daniel, 1 Apr 42; 
both in OS W Trans 501-800; WD Cir 350, 28 Aug 

44, Sec. VIII; WD Cir 103, 3 Apr 45, Sec. V. 

49 Ltr, SW to Rep Andrew J. May, 14 Jul 4 1 ; Ltr, 
SW to Sen Burton K. Wheeler, 10 Mar 42; both in 
OSW Trans 501-800. 
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The question was raised whether under 
Section 22 of the Interstate Commerce 
Act the railroads had authority to allow 
fare reductions to members of the armed 
forces when they were traveling at their 
own expense. This question was removed 
by an act of Congress, passed in September 
1944, which authorized special furlough 
fares. 50 

The general policy of the bus lines was 
to allow special furlough fares, but there 
was no uniformity in the fares available in 
different sections of the country because of 
the varying rate structures. The War De* 
partment accordingly instructed service- 
men and servicewomen to apply to local 
representatives of the motor carriers re- 
garding the availability and the amount 
of furlough fares. 51 

The railroads transported most of the 
troops and the working arrangements be- 
tween them and the armed forces were 
complicated; only the basic features have 
been mentioned. No simple set of rules 
could cover the many departures from 
regular tariffs and regular operating prac- 
tices that were involved in the handling of 
military traffic. The arrangements also 
fluctuated because the underlying circum- 
stances changed radically when the United 
States undertook a large rearmament pro- 
gram in 1940, and again when the nation 
became engaged in a global war. Although 
there were many disagreements between 
the carriers and the Army regarding terms 
and conditions, these disagreements did 
not affect the actual movement of military 
personnel. From that standpoint the Chief 
of Transportation, representing the Army, 
and the Military Transportation Section, 
representing the railroads, literally worked 
side by side and were in constant contact 
on all matters affecting movements, so 



that these matters were dealt with 
promptly, and in the great majority of 
cases satisfactorily for the Army. 52 

Army Policies and Procedures 

The Army’s policy regarding the man- 
agement of its passenger traffic was essen- 
tially one of centralization. The regulations 
and instructions covering all aspects of 
this traffic were issued by the War Depart- 
ment, and they reflected chiefly the expe- 
rience and doctrine of the Chief of 
Transportation. He was responsible for 
all negotiations with the carriers relating 
to services, charges, and other traffic ar- 
rangements. All agencies of the War 
Department in Washington were directed 
to apply to him for information on such 
matters and to avoid maintaining dupli- 
cate staffs. 53 All of the larger organized 
groups of Army personnel were routed 
under the supervision of the Chief of 
Transportation, and he arranged with the 
carriers for the necessary equipment and 
controlled the timing of the movements 
within limits allowed by the movement 
orders. This policy of centralization was 
maintained throughout the war despite 
objections in some quarters and proposals 
to modify it. 

The efforts to alter the policy came from 
two sources. During the summer of 1942 a 



50 PL 436, 78th Cong., 27 Sep 44. Ltr, Armed 
Forces to IMC, 8 Nov 46, OCT 55 1 . 1 Furlough Fares, 
reviewed development of furlough fares and requested 
continuance. 

11 WD Cir 350, 28 Aug 44, Sec. VIII, par. 2. 

52 The methods of this collaboration and the major 
difficulties will be discussed in later sections of this 
chapter. 

53 AR 55-105, 29 Dec 42, par. 2. Essentially the 
same policy was followed concerning freight traffic, 
as will be seen in|Ch. IV[ below. 
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survey of the service commands, con- 
ducted by the Control Division of the 
Services of Supply headquarters, disclosed 
a sentiment in favor of delegating certain 
authorities from Washington to the field, 
including the authority to route group 
movements. The Chief of Transportation 
successfully opposed the decentralization 
of routing; he argued that central control 
was necessary to insure the economical 
use of the carriers’ equipment, to obtain 
an equitable and practical distribution of 
traffic among the carriers, to facilitate the 
control and diversion of movements en 
route, and to permit a national program 
to be formulated and timely notice to be 
given to the carriers concerning prospec- 
tive requirements for their services. 54 The 
Army Air Forces, which late in 1942 had 
obtained a delegation of authority from 
the Chief of Transportation to control its 
own domestic freight movements, sug- 
gested that a similar arrangement be made 
with regard to passenger traffic. This sug- 
gestion was made informally on a number 
of occasions to the Traffic Control Divi- 
sion, but it received no encouragement 
from that quarter and probably for that 
reason it was not put forward on a higher 
level. 55 

The regulation relating to the size of 
groups to be routed in Washington was 
changed several times during the emer- 
gency. Initially all groups of fifteen or 
more were routed by The Quartermaster 
General. When the Selective Service Act 
was passed in September 1940, it was fore- 
seen that group travel would increase 
greatly. The regulation was therefore 
changed so that only groups numbering 
fifty or more would be routed in Washing- 
ton. The primary purpose of this change 
was to remove the possibility of delay in 
the movement of the smaller groups while 



routings were being obtained from Wash- 
ington, and to lighten the burden on The 
Quartermaster General. In January 1943 
the regulation was changed again, and 
routings for groups of forty or more were 
thereafter provided by the Chief of Trans- 
portation, who in the meantime had taken 
over this responsibility from The Quarter- 
master General. Under the Army plan of 
berthing, up to thirty-nine passengers 
could be accommodated in a sleeping car, 
and the last change was prompted by the 
desire to have centralized routing for all 
movements involving more than one car- 
load. When a group was not sufficiently 
large to require routing in Washington, the 
Army transportation officers at the origi- 
nating stations made arrangements for the 
shipments with local representatives of the 
carriers. 56 

Routings provided by the Chief of 
Transportation were established by his 
Traffic Control Division on the basis of 
proposals made by the territorial passen- 
ger associations of the railroads. These 
associations had representatives in Wash- 
ington attached to the Military Transpor- 
tation Section of the Association of 
American Railroads. As has been indi- 
cated, the main purpose of the associations 
in proposing routings was to insure proper 
distribution of the traffic among the rail 
lines. When the Army regulation was 

54 Memo, CG SOS for CofT, 24 Jul 42, sub: Decen- 
tralization of Actions; Memo, C of Traf Conti Div 
OCT for CofT, 30 Jul 42; both in OCT 323.3 SvCs. 

55 Interv with Morris, 26 Jun 50, OCT HB Traf 
Conti Div Pass. 

56 AR 30-930, 6 Nov 30, par. 8; WD Cir 101, 12 
Sep 40, Sec. II; AR 55-130, 28 Dec 42, par. 8; WD 
Cir 28, 22 Jan 43, Sec. IV. The commonest type of 
sleeper had twelve sections and one drawing room, 
and the total of thirty-nine resulted from placing three 
enlisted men in each section and three in the drawing 
room. 
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changed in September 1940 to permit the 
local routing of groups comprising up to 
forty-nine men, rather than up to fourteen, 
the railroads protested on the ground that 
permitting this considerable traffic to be 
routed by local Army transportation offi- 
cers would result in an inequitable distri- 
bution of business. As a result of this 
protest, arrangements were made that, 
when moving groups of from fifteen to 
forty-nine, the local transportation officers 
would obtain suggested routings from 
designated representatives of the carriers 
located at or near their installations, who 
in turn would be governed by instructions 
from the responsible associations. 57 Fre- 
quently this representative was the nearest 
agent of a railroad serving the installa- 
tion, but full-time agents of the territorial 
passenger associations were assigned to 
stations where traffic was especially heavy. 

The arrangements under which the ter- 
ritorial passenger associations proposed 
routings for the larger group movements 
relieved the Chief of Transportation of a 
heavy responsibility, but they also created 
a problem. The Chief of Transportation 
could reject a proposed routing if he con- 
sidered it unsatisfactory from the military 
standpoint, in which case the association 
concerned endeavored to meet his objec- 
tion. 58 More often the objection originated 
with the Military Transportation Section 
because it anticipated difficulty in provid- 
ing equipment. If the association resisted 
changing the route, the Traffic Control 
Division was placed in the cross fire of an 
argument between the two agencies of the 
railroads representing the operating and 
the traffic points of view. Col. I. Sewell 
Morris, who was in charge of the Passen- 
ger Branch of the Traffic Control Division 
during the greater part of the war, ex- 
pressed the opinion that when such a situ- 



ation arose the manager of the MTS 
should have had authority to decide the 
issue for the railroads, since the prompt 
execution of the movement was the 
primary consideration. 59 

Differences between the operating and 
traffic interests of the railroads came out 
in another connection. The Army stated 
as a general principle that passengers 
would be forwarded by the “most eco- 
nomical usually traveled routes.” e0 The 
primary purpose was to insure that advan- 
tage would be taken of land-grant rates 
wherever they were applicable. In peace- 
time there was no occasion for deviation 
from the principle, but during the war 
there were times when the most econom- 
ical routes were congested and other 
routes were more favorable to expeditious 
movement. The Military Transportation 
Section urged the avoidance of congested 
routes and the Chief of Transportation 
supported that view. The territorial pas- 
senger associations, on the other hand, 
favored the “usually traveled routes,” 
partly because their plans for the distribu- 
tion of traffic among the lines were worked 
out on the basis of such routings, and 
partly because the railroads could not col- 
lect higher fares from the government 
when they proposed other routes. Here 
again the Traffic Control Division con- 
tended that, when the operating and 

57 Ltr, OQMG to IMC, 28 Sep 40; Ltr, IMC to 
TQMG, 19 Oct 40; both in OCT 51 1 (AR 30-930). 

58 The associations did not always take such rejec- 
tions without an argument. See Memo, Morris for Sid- 
dall, Chm IMC, 2 May 44, OCT 511; OCT HB 
Monograph 21, pp. 17, 18. 

59 See Colonel Morris’ monograph, Adequacy of 
Transportation Facilities in the United States to Han- 
dle Troop Movements of the Military Establishment 
During a War Emergency, submitted to the Industrial 
College of the Armed Forces, 25 Feb 49, p. 52; here- 
after cited as Morris monograph. 

6(1 AR 55-105, 29 Dec 42, par. 4a. 
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traffic interests of the carriers were in con- 
flict, the operating point of view should 
govern. 61 

Decision as to the type of carrier to be 
used in moving military personnel was 
made by the routing authority — the 
Traffic Control Division for the larger 
groups, and post transportation officers 
for smaller groups and individuals. Guid- 
ing principles for such decisions were set 
forth in instructions issued by the War 
Department and the Chief of Transporta- 
tion. In the summer of 1941 the railroads 
had reluctantly consented to the change in 
the agreement between the armed forces 
and the railroads that permitted greater 
use of the bus lines and airlines than had 
been possible previously. Afterwards they 
complained repeatedly when they had 
reason to believe that the new clause in 
the agreement was being misapplied to 
the advantage of the motor carriers. These 
complaints involved chiefly routings by 
local transportation officers, and late in 
1941 railway representatives suggested 
that these officers be instructed to confer 
with the rail agents near their stations be- 
fore using any other type of transporta- 
tion. The Army transportation officials in 
Washington refused to go along with this 
suggestion, but they investigated each 
specific complaint made by the railroads 
and in general endeavored to see that the 
spirit of the agreement was carried out. 62 

The question of bus versus rail routing 
was particularly acute in connection with 
the transportation of selectees. Soon after 
the passage of the Selective Service Act in 
September 1940, the Army and the Selec- 
tive Service System agreed that the latter 
agency would be responsible for the trans- 
portation of men from their homes or 
draft boards to the induction stations, 
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while the Army through its regular trans- 
portation machinery would control subse- 
quent movements. 63 The traffic into the 
induction stations consequently did not 
come under the Joint Military Passenger 
Agreement between the armed forces and 
the railroads. Buses were well adapted to 
handle it since the groups were small and 
the distances usually were short. Selective 
Service therefore entered into an agree- 
ment concerning such movements with 
the motor carriers through the National 
Bus Traffic Association. Meanwhile, to fa- 
cilitate rail movements from induction 
stations to reception centers, the Interter- 
ritorial Military Committee of the rail- 
roads established blanket routings, which 
dispensed with the necessity of obtaining 
a routing for each group. Close collabora- 
tion between Army transportation officers 
and the Selective Service System was 
necessary in order to keep the selectees 
moving promptly through the induction 
stations. As a result of this collaboration, 
groups that the railroads believed should 
have been routed by rail were routed out 
of the stations by bus. In this case, as in 
others, the Chief of Transportation issued 
instructions designed to promote strict 
observance of the agreement with the rail 
carriers. 64 

The Army’s use of commercial buses 
increased steadily after the United States 
entered the war. There were many points 
that were not served directly by rail. 
Moreover, routing by highway was en- 



61 Interv with Morris, 28 Jun 50, OCT HB Traf 
Conti Div Pass. 

02 OCT HB Monograph 21, pp. 13, 14, 16. See also 
Ltr, Western Mil Bur to CofT, 16 Feb 44, sub: Use of 
Buses versus RRs, and subsequent correspondence, 
OCT 511. 

6:J See AR 615-500, 1 Sep 42, par. 12. 

6 * OCT HB Monographs 6, pp. 264-69; 20, pp. 
58-63; 21, pp. 20-25. 
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couraged by the Traffic Control Division 
when short hauls were involved because 
of the quicker delivery given by the motor 
carriers, their flexibility due to freedom 
from fixed terminals, and the limited sup- 
ply of railroad passenger equipment. The 
use of buses for long trips and for large 
groups was not favored because of the 
lack of sleeping facilities, problems of 
messing en route when troop units were 
being moved, and the limited space avail- 
able for baggage that accompanied the 
troops. It was the general policy that, ex- 
cept under emergency conditions, rout- 
ings by highway would be limited to trips 
that started after 6:00 A.M. and ended 
before the following midnight. 65 

Use of commercial airlines for military 
travel was limited by the scarcity of space 
and by the requirement that the most 
economical route be used. More than half 
of the commercial aircraft in operation in 
the zone of interior when the United 
States entered the war were requisitioned 
by the Army, and the airlines discon- 
tinued a 5 percent reduction that they 
had been allowing to military personnel. 
The Army then made provision for the 
use of commercial aircraft, despite the 
higher fare, when time or other exigencies 
of the service did not permit travel by 
other means and military aircraft were 
not available or could not be used eco- 
nomically. 66 When the Army began re- 
turning requisitioned aircraft late in the 
war, some of the airlines reinstated fare 
reductions. Since air rates were fluctuat- 
ing at that time and the reductions were 
not uniformly applicable, local transpor- 
tation officers found it difficult, in cases 
not covered by the emergency provision, 
to determine when the air route was the 
most economical. To overcome this diffi- 
culty, the requirement that the most 



economical route be always used was tem- 
porarily lifted. Late in March 1945, with 
a view to the needs of the redeployment 
period, transportation officers were in- 
structed that commercial air passage 
could be furnished if the cost to the gov- 
ernment did not exceed the lowest airline 
tariff in effect on 1 March 1945 between 
the points involved. 67 

Of the total traffic moved on War De- 
partment transportation requests, for 
which data are available only for the 
period December 1941 through May 
1943, 83.8 percent moved by rail, 16.0 
percent by motor, and the remainder by 
air and water. 68 Of the traffic that moved 
in organized groups under routings pro- 
vided by the central routing authority in 
Washington, data for which are available 
throughout the period December 1941- 
December 1945, 97.25 percen t moved by 
rail a nd 2.75 percent by bus. ( \ Tables l\ and 
VPand Chart 1 ) The fact that travel by bus 
constituted a considerably larger percent- 
age of the total traffic than of the organized 
group traffic routed in Washington reflects 
the policy of using buses only for travel by 
individuals and small parties and for the 
shorter trips. 

The Army-owned motor vehicles in- 
cluded in the organic equipment of troop 
units were used in executing troop move- 
ments so far as practicable, but the relief 
that they afforded the commercial car- 
riers was not great. Organic vehicles were 
trucks and hence not well adapted to 



05 OCT Cir 18, 12 Jun 42, par. 9a; WD Cir 358, 4 
Sep 44, Sec. IV, par. 2c. 

66 AR 55-120, 26 Apr 43, sub: Trans of Indiv, 
par. 3 b. 

67 Ltr, Fiscal Dir ASF to Comptroller Gen of the 

U.S., 22 Mar 43, AG 584.1 (24 Mar 45); WD Cir 95, 
27 Mar 45, Sec. I; OCT HB Monograph 21, pp. 
18 -20. 

f 58 See n. 4, above. 
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Table 1 — Army Passengers Moved by Commercial Rail and Bus in Organized Groups 
on Routings Provided by the Central Routing Authority in Washington: 
December 1941-December 1945 * 



Year 


Total 


Rail 


Bus b 


Total 


35, 848, 700 


34, 862, 600 


986, 100 


1941 (December only) 


255, 300 


250, 100 


5,200 


1942 


7, 237,200 


7, 056, 600 


180,600 


1943 


10,121,900 


9, 912, 500 


209,400 


1944 


8, 527, 800 


8, 301, 000 


226,800 


1945 


9, 706, 500 


9, 342, 400 


364,100 



• Up to January 1943 all groups of fifty or more were routed in Washington, thereafter groups of forty or more. 
b Figures for bus traffic are number of passengers routed; the number actually moved was slightly less, but data are not available. 
Source; Data originally compiled by Transport Economics Section, Traffic Control Division, OCT, and reworked for a statistical volume 
of this series, now in preparation. 



Table 2 — Analysis of Army Passenger Traffic Moved by Rail in Organized Groups 
on Routings Provided by Central Routing Authority in Washington: December 
1941-December 1945 * 



Year 


Number of 
Passengers 


Number of 
Groups 


Number of 
Care Used b 


1 

Average Men 
Per Group 


Average Men 
Per Car 


Average Miles 
Per 

Man-Trip 


Total 


34, 862, 600 


205, 675 

) 


824, 734 


169 


42 


1, 104 


1941 (December only) 


250, 100 


1,125 


5,953 


222 


42 


1,241 


1942 


7,056,600 


37, 561 


175, 543 


188 


40 


1, 129 


1943 


9, 912, 500 


60,511 


238, 133 


164 


42 


1, 127 


1944 


8,301,000 


45,606 


197, 372 


182 


42 


1,096 


1945 


9, 342, 400 


60,872 


207, 733 


153 


45 


1,065 



• Up to January 1943 all groups of fifty or more were routed in Washington, thereafter groups of forty or more. 
b Includes only sleepers and coaches through June 1945; hospital cars are also included beginning in July 1945. 

Source: Data originally compiled by Transport Economics Section, Traffic Control Division, OCT, and reworked for a statistical volume 
of this series, now in preparation. 



long, continuous troop hauls. Problems of 
bivouac and messing were involved in 
making long trips by motor, and delays 
en route for these purposes made such 
movements slow compared with those ac- 
complished by rail. When troops were 
being transferred without their equip- 
ment, the round trip of the vehicles, with 
empty backhaul, was an expensive mode 
of transportation. During the early part of 



the war Army regulations sanctioned the 
use of organic vehicles for movements up 
to 500 miles at the discretion of the agency 
initiating the movement order; in April 
1943 the distance was reduced to 350 
miles, but within a few months it was ex- 
tended again to 500 miles for administra- 
tive movements and 600 miles for training 
movements in or out of maneuver areas. 
The latter action was taken in order to 
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Chart 1 — Army Passengers Moved Monthly by Rail and Bus in Organized Groups 
on Routings Provided by the Central Routing Authority in Washington: 
December 1941-December 1945* 




1941 1942 1943 1944 1943 



* Up to January 1943 all groups of fifty or more were routed in Washington; thereafter groups of forty or more. Rail 
figures are possengers actually moved,- bus figures ore passengers routed, some of whom did not actually move. 

Source: Data originally compiled by Troffic Control Division, OCT, and reworked for a statistical volume of this series, 
now in preparation. 



afford as much relief as possible to the 
railroads . 68 

The many types of passengers moved 
under Army auspices necessitated rather 
elaborate regulations regarding the types 
of railway accommodations to be fur- 
nished. In brief, the following arrange- 
ments were in effect: standard sleeping 
car accommodations or parlor car seats 
(designated in the transportation requests 
as first class) were furnished to commis- 
sioned officers, noncommissioned officers 
of the first three grades, nurses, and de- 
pendents of military personnel making a 
permanent change of station; noncommis- 
sioned officers below the third grade and 
enlisted men were furnished tourist sleep- 
ing car accommodations (intermediate 



class) if the journey exceeded twelve hours 
and ended after midnight, otherwise they 
were furnished seats in day coaches (coach 
class ). 70 Tourist cars were the older types 
of standard sleeping cars for which the 
same fare was charged as for coaches, plus 
a berth rate smaller than that for stand- 
ard sleeping cars. The carriers did not 

69 WD Gir 193, 16 Jun 42, par. 2; WD Cir 102, 15 
Apr 43, par. 2; WD Cir 189, 21 Aug 43, Sec. IV, par. 
2. These regulations ostensibly applied also to move- 
ments by commercial buses, but in that respect the 
Traffic Control Division considered them in conflict 
with the Joint Military Passenger Agreement and did 
not give them effect. See Memo, Traf Conti Div for 
Adm Div OCT, 1 7 Feb 43, par. 6, OCT 511; WD Cir 
233, 10 Jun 44, Sec. IV, par. 2; Interv with Morris, 
20 Jul 50, OCT HB Traf Conti Div Pass. 

70 AR 55-125, 9 Jan 43, sub: Sleeping Car and 
Similar Accommodations, par. 2; WD TM 55-525, 
June 1945, Sleeping Car and Similar Accommoda- 
tions. 
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make enough sleepers available to accom- 
modate all the troops entitled to them 
under the regulations. When a shortage of 
sleepers occurred at a particular point, 
those available were assigned to the troops 
making the longer journeys. 

Except under circumstances specified 
in the regulation, transportation requests 
were to call for through transportation for 
the entire journey directed in the travel 
orders. The purpose of this requirement 
was to prevent the “splitting” of transpor- 
tation requests — issuing one request for 
coaches for the day portion and another 
for sleeping car accommodations for the 
night portion of the same trip — a practice 
that would have wasted transportation 
equipment. The railroads objected to the 
splitting of transportation requests also on 
the ground that it deprived them of rev- 
enue — that is, sleeping car rates for the 
entire journey. 71 

When groups of enlisted men traveled 
in tourist or standard sleeping cars, two 
men were assigned to each lower berth 
and one to each upper. 72 This in effect in- 
creased the capacity of a car by 50 per- 
cent as compared with regular traffic. The 
Navy assigned only one enlisted man to a 
lower berth during the greater part of the 
war, although an effort was made in the 
fall of 1942 to have it adopt the Army 
practice. After redeployment began and 
the need for sleeping accommodations for 
long hauls became exceptionally heavy, 
the Director of Defense Transportation 
proposed that four servicemen be assigned 
to each section. The Army declined to go 
along with this proposal on the ground 
that it was not “practical” to place two in 
every berth since double berthing was not 
satisfactory for large men. It objected also 
to the application of such a rule to the 
armed services while civilians were per- 
mitted to engage a berth for one person. 



The Army again appealed to the Navy to 
place two enlisted men in each lower 
berth, but the Navy again declined on 
grounds of “health, morals, and comfort.” 
The issue between the Army and the 
Navy was resolved in July 1945, when the 
Office of Defense Transportation ordered 
that three men be assigned to each sleep- 
ing car section in all organized military 
movements. 73 

When groups of enlisted men were 
moved in day coaches, the Army used as 
many of the seats as was considered feasi- 
ble. On day trips 90 percent of the seating 
capacity was used for passengers, the re- 
mainder being reserved for their personal 
equipment. In the beginning, when over- 
night trips were made in coaches, only 
one soldier was assigned to each double 
seat in order that the men might obtain as 
much rest as possible. Later, when the 
shortage of passenger cars became acute, 
the practice was changed and three men 
were assigned to two double seats. When 
coaches with reclining seats were made 
available for overnight trips, the 90-per- 
cent rule was applied. While as a general 
practice Army transportation officers and 
railroad officials were governed by these 
standards, heavier or lighter loading 
sometimes occurred when conditions re- 
quired it. 74 

Individuals traveling first class at gov- 
ernment expense were entitled, under an 
act of Congress, to transportation “not to 

71 AR 55-1 10, 22 Jan 43, sub: Trans Requests, par. 
10a; OCT HB Monograph 22, p. 44. 

1 - AR 55-125, 9 Jan 43, par. 2c( 1). 

73 OCT HB Monographs 20, p. 54; 22, p. 86; Ltr, 
ODT to USW, 30 Jun 45, and reply, 4 Jul 45, OCT 
HB Gross ODT; Ltr, SW to SN, 5 Jul 45, and reply, 
13 Jul 45; both in G-4 510, Vol. Ill; Memo, Col Luke 
W. Finlay for Gross, 17 Jul 45, pp. 2, 3, OCT HB 
Gross Day File; ODT GO 56, 20 Jul 45. 

74 AR 55-130, 28 Dec 42, par 6 6; Changes 1, 26 Apr 
43; Ltr, Lasher to Buford, Vice Pres AAR, 18 Dec 43, 
OCT 511. 
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exceed the lowest first-class rate.” The 
Comptroller General had interpreted this 
to limit accommodations to lower berths 
or parlor car seats on trains to which the 
standard first-class fare applied. During 
the war these requirements worked a 
hardship on officers who were traveling 
under closely planned schedules, since 
they either had to forego the use of extra- 
fare trains with consequent delays or had 
to pay the difference from their per diem 
allowance. To remedy this situation, the 
Army obtained from the Comptroller 
General a revised ruling that permitted 
the use of extra-fare trains when it was 
determined by the authority directing the 
travel that the mission could not be ac- 
complished by the use of regular-fare 
trains. Officers using extra-fare trains 
were limited to lower berths when the 
trains offered such accommodations, or to 
the lowest cost accommodation on trains 
that offered only superior accommoda- 
tions. Provision was made for couriers car- 
rying secret documents as hand baggage 
to occupy superior accommodations when 
this was considered desirable from the 
standpoint of security . 75 

The problems connected with the trans- 
portation of Negro troops constitute a very 
broad subject, and no attempt will be 
made here to discuss them in detail . 76 It 
was an Army policy that there should be 
no discrimination between whites and 
Negroes, and the Chief of Transportation 
endeavored to enforce that policy to the 
extent of his ability. On special trains and 
buses operated under Army control en- 
forcement was not difficult, but a different 
situation prevailed when the regularly 
scheduled services of the carriers were in- 
volved. In certain states the laws required 
segregation, and the Army took the atti- 
tude that such laws should be obeyed 



when military personnel used public con- 
veyances for official or personal travel. 
Efforts by carriers’ employees to enforce 
the laws, sometimes tempered by personal 
prejudices, created many unpleasant situ- 
ations for Negro servicemen. Complaints 
received by the War Department, some- 
times directly and sometimes through 
members of Congress or civic groups, were 
investigated carefully to ascertain the facts 
and to correct abuses. The railroads were 
requested to use special care to supply 
Negro troops with equal accommodations. 
Service commanders were requested to 
see that equal treatment was provided by 
bus operators serving Army installations 
and were informed that vehicles would be 
made available from the Transportation 
Corps’ bus pool to assist them. These and 
other measures only partially met the situ- 
ation since the Army had no means of off- 
setting the segregation laws or of counter- 
acting sectional attitudes . 77 

The railroads were committed to pro- 
viding special sleepers whenever a group 

75 AR55-105, 29 Dec 42, par. 8a; Changes 1 2, 2 
May 44; Changes 14, 15 Dec 44. Documents relating 
to Army efforts before and during the war to change 
the “lowest first-class rate” rule are in AG 500 
(6- 2-3 7) ( 1 ) and AG 510 (1 Dec 42). See also OCT HB 
Monograph 20, pp. 46-48. 

78 Problems connected with transportation of Negro 
troops are dealt with in Maj. Ulysses G. Lee, Jr., The 
Employment of Negro Troops in World War II, a 
volume in preparation for this series. 

11 An indication of the relation of the Transporta- 
tion Corps to this subject is given in the following: Ltr, 
Gross to Joseph B. Eastman, ODT, 23 Nov 42, OCT 
HB Gross Day File; Memo, Finlay for Gross, 13 Aug 
42, sub: “Jim Crow” Laws; Memo, Gross for ASW, 19 
Jul 43, sub: Trans Facilities for Negroes; Ltr, Gross to 
Pelley, Pres AAR, 19 Jul 43, and reply, 21 Jul 43; last 
four in OCT 531.7 Discrimination; Memo, Maj Gen 
George Grunert for Somervell, 19 Jul 43; Ltr, CofT 
for CG 4th SvC, 30 Jul 43 (and similar ltrs to other 
SvCs); last two in OCT 510 Negro; Memo, Maj Gen 
Wilhelm D. Styer for CofT, 13 Apr 44, sub: Trans 
Facilities for Negro Troops, and related correspond- 
ence, OCT 511. 
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of fifteen or more soldiers was to be 
moved. As a measure of economy in the 
use of transportation the Army endeav- 
ored to ask for special cars only when all 
berths could be filled. The Chief of Trans- 
portation preferred movements in special 
cars to movements in cars that were avail- 
able to the public and encouraged post 
transportation officers to combine small 
groups whenever possible so that special 
cars would be justified. Similarly, move- 
ments by special trains were preferred to 
movements by special cars attached to 
regular trains. When special troop cars 
were added to regular trains the public 
facilities were likely to be overcrowded, 
especially the dining cars, and this situ- 
ation was a source of dissatisfaction and 
disorder. Also, the assignment of admin- 
istrative and medical staffs to special troop 
trains and the use of troop kitchen cars 
simplified the problems of control and 
discipline. Special trains, moreover, could 
be routed from Army post to Army post, 
whereas when troops were moved by reg- 
ular trains the Army was obliged either to 
furnish motor transportation to and from 
the railway terminals or to pay switching 
charges for the transfer of special cars be- 
tween Army posts and railway terminals. 7 ® 

Procedures within the War Department 
for the accomplishment of troop move- 
ments involved a number of agencies. The 
authority to initiate movement orders was 
different for different types of moves. 
Domestic movements necessitated by per- 
manent changes of station might be 
ordered by the Operations Division of the 
War Department General Staff or by the 
commanding generals of the Army 
Ground Forces, the Army Air Forces, or 
the Army Service Forces for troops of their 
respective commands. Domestic move- 



ments called for by temporary changes of 
station might be ordered by OPD, by the 
commanding generals of the AGF, the 
AAF, the ASF, and the defense com- 
mands, or by subordinate elements of 
those commands acting within policies 
established by the respective commanders. 
Orders for movements to ports of em- 
barkation for shipment overseas always 
originated in OPD, which acted in ac- 
cordance with strategic decisions of the 
Joint Chiefs of Staff and in collaboration 
with the AGF, the AAF, and the ASF. The 
Mobilization Division of ASF headquar- 
ters, in addition to preparing movement 
orders for ASF troops, prepared the sup- 
ply and transportation sections of move- 
ment orders relating to AGF and AAF 
troops. The Mobilization Division also 
acted as a co-ordinating agency between 
OPD, the commanders of the forces, and 
the Chief of Transportation with regard to 
the actual movement of troops and their 
equipment . 79 The Chief of Transportation, 
however, maintained direct contact with 
all these agencies from the earliest stages 
of their planning in order to advise them 
on transportation matters and to obtain 
information on impending movements as 
far in advance as possible. 

The transportation officers at Army 
posts where troop movements originated 
had an exacting role, and the Chief of 
Transportation saw to it that they were 
fully instructed . 80 They obtained routings 

7S AR 55-125, 9 Jan 43, sub: Sleeping Car and 
Similar Accommodations, par. 2a(2); Interv with 
Morris, 4 Aug 50, OCT HB Traf Conti Div Pass. 

,S WD Cir 102, 15 Apr 43, par. 1; WD Cir 358, 4 
Sep 44, Sec. IV; ASF Manual M 301, 31 Jan 44, Sec. 
201.04 Mob Div. 

80 For appointments and duties of local transporta- 
tion officers, see AR 55-105, 29 Dec 42, par. 3, and 
Changes 13, 22 May 44, and 14, 15 Dec 44; AR 55-5, 
5 Oct 42, par. 5; WD Cir 229, 24 Sep 43, par. 6. 
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and ordered transportation equipment for 
individuals and small groups traveling 
from their posts, and they administered 
the arrangements made by the Chief of 
Transportation for the movement of larger 
groups, thus working closely with local 
railway officials and bus operators. They 
collaborated with the transportation of- 
ficers of the units to be moved to insure 
that both personnel and impedimenta 
were ready for shipment and loaded ac- 
cording to plan. They were responsible for 
providing adequate tracks, ramps, and 
other transportation facilities at their sta- 
tions. In addition to the War Department 
regulations and circulars pertaining to 
passenger traffic, the Chief of Transporta- 
tion prepared a “commercial traffic bulle- 
tin,” which was issued from time to time 
“by order of the Secretary of War,” to 
provide detailed instructions for local 
transportation officers . 81 He also endeav- 
ored through field conferences conducted 
by his Traffic Control Division and fre- 
quent visits by representatives of his zone 
transportation offices to keep the post 
transportation officers fully informed 
regarding the detailed instructions ema- 
nating from Washington and the reasons 
for the procedures prescribed. 

The policies and procedures pertaining 
to Army passenger traffic were necessarily 
complex. Throughout the war the Chief 
of Transportation despite some opposition 
was able to maintain the key policy — that 
of centralized control over the routing and 
movements of groups of more than one 
carload. The Chief of Transportation also 
had a good measure of success in the basic 
task of obtaining a high level of perform- 
ance from the many local transportation 
officers, although lack of experience on 
the part of some of those officers and the 



fact that he had no command authority 
over them imposed handicaps. 

Mobilization and Conservation 
of Railroad Equipment 

Obtaining rail equipment promptly 
and using it in the most effective manner 
were basic problems that confronted the 
Transportation Corps throughout the war. 
Obviously these were matters in which 
thorough co-operation between the mili- 
tary authorities and the carriers was 
necessary. 

When troops were moved in small 
groups in regular train service or in special 
cars attached to regular trains, the rail- 
roads’ task of providing the necessary 
equipment was relatively simple, but 
when large movements were to be accom- 
plished a different situation obtained. 
Large movements were made in special 
trains and the troops’ organic equipment 
was usually transferred at the same time, 
so that in addition to sleeping cars and 
coaches, baggage cars, kitchen cars, and 
freight cars were required. In divisional 
movements hundreds of cars of all types 
had to be assembled at the station of 
origin, and this sometimes meant drawing 
on numerous railroads and deadheading 
the cars for considerable distances. When 
heavy troop movements suddenly became 
necessary following the attack on Pearl 
Harbor, one of the railroads’ biggest prob- 
lems was that of gathering the required 
equipment at the training camps 
promptly. Many of the camps were far 
removed from railway centers where cars 



81 The bulletin was discontinued for a period for 
economy reasons but was reinstated by WD Cir 305, 
22 Nov 43, Sec. II. WD TM 55-205, 25 Aug 44, sub: 
Trans in ZI, was primarily for the guidance of local 
transportation officers. 
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80TH DIVISION TROOPS ARRIVING AT CAMP FORREST, Tennessee, June 1942. 



usually were accumulated for commercial 
purposes. As the war progressed ways had 
to be found of solving this problem. 

The number of cars required for divi- 
sional movements varied according to the 
type of the division and the circumstances 
under which the move was made. In the 
summer of 1942 the following equipment 
was used in moving a triangular infantry 
division; 442 tourist sleepers, 48 standard 
sleepers, 89 baggage cars, 90 kitchen cars, 
1,124 flatcars, and 89 boxcars. The total 
of 1,882 cars moved in 63 trains. At about 
the same time, the equipment needed for 
moving an armored division embraced 
382 tourist sleepers, 23 standard sleepers, 
1 baggage car, 67 kitchen cars, and 1,748 
flatcars. These 2,221 cars moved in 69 
trains. 82 It is obvious even to the layman 
that the assembling of so many cars and 
the required number of locomotives, as 



well as the prompt loading and orderly 
movement of so many trains to a single 
destination, was a feat that required care- 
ful planning and meticulous execution. 

Divisional movements, although many 
of them were made during the war, were 
not an everyday occurrence. Most move- 
ments by special train involved smaller 
troop units or groups of replacements, and 
many such movements were started each 
day of the war. As already stated, during 
the spring of 1943, when organized troop 
movements were especially heavy, the 
Chief of Transportation reported that spe- 
cial troop trains were departing from their 
loading points at intervals of about six 
minutes throughout the twenty-four-hour 
day. More significant, perhaps, are the 



112 See author’s Memo, 6 Aug 42, sub: Rail Equip 
for Moving a Division, OCT HB Traf Conti Div Pass. 
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Table 3 — Railroad Cars Used by the Army in Moving Organized Groups and 
Their Impedimenta Routed by the Central Routing Authority in Washington: 
December 1941-December 1945 a 



Period 


Total Cara 


Sleepers & 


Coaches 


Baggage 

CarB 


Flatcars ! 


Boxcars 


Other 


Total (49 Months) .... 


1, 173,098 


520, 903 


296, 025 


132, 996 


« 128, 650 


« 20, 966 


73, 558 


mi 

December Only 


27, 452 


4,329 


1,624 


600 


17, 439 


2,613 


847 


1942 

Total for Year 

Monthly Average 

Peak Monthly Total 


268,900 
22,408 
34, 114 


121, 349 
10, 112 


54, 194 
4, 516 


31,271 

2,606 


50, 025 
4,169 


6,798 

566 


5, 263 
439 


1943 

Total for Year 

Monthly Average 

Peak Monthly Total 


345, 790 
28,815 
36,598 


140, 498 
11,708 


97, 635 
8, 136 


45,444 
3, 787 


47, 454 
3, 954 


7,464 

622 


7, 295 
608 


1944 

Total for Year 

Monthly Average 

Peak Monthly Total 


274,046 
22, 837 
29, 062 


141,385 

11,782 


55,987 

4,666 

i 


37,612 
3, 134 


13,732 
1, 144 


2, 830 
236 


d 22, 500 
1,875 


1945 

Total for Year 

Monthly Average 

Peak Monthly Total 


256, 910 
21,409 
31,861 


113,342 

9,445 

. 

i 


86, 585 
7,215 


18,069 
1, 506 


(•) 

C) 


« 1,261 
c 105 


<* 37, 653 
3, 138 



4 Up to January 1943 groups of fifty or more were routed in Washington; thereafter forty or more. Figures are estimated through 
August 1942. 

b Includes standard sleepers, tourist sleepers, and government-owned troop sleepers. 

« Flatcars were lumped with boxcars in 1945. 
d Indicates increased use of hospital cars and kitchen cars. 

Source: Data originally compiled by Traffic Control Division, OCT. from reports of Association of American Railroads, and reworked 
for a statistical volume of this series, now in preparation. 



figures given in Table 3, which indicate 
that in one month (April 1943) a total of 
36,598 passenger and freight cars were 
used by the Army in special troop trains 
or as special cars attached to regular 
trains, and that the monthly average dur- 
ing 1943 was 28,815 cars. These figures, it 
should be noted, do not comprehend troop 
movements made in regular train service 
or troops traveling on furlough, leave, or 



pass and do not include personnel of the 
other armed services. 

The amount of equipment at the 
disposal of the carriers to meet the mili- 
tary need and the heavy civilian demand 
was relatively constant throughout the 
war. Although a special effort was made 
to keep all cars in serviceable condition, 
some had to be retired, and the ordering 
of new equipment was severely limited by 
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Table 4 — Passenger Train Cars Owned or Leased by the Carriers at the End of 

Each Year: 1940-1945 







Owned by Class I Railroads 


Owned or 


Year 


Total Cans 


Total 


Passenger » 


Baggage, Ex- 
press, and 
Others 


Mail 


Leased 
by Pullman 
Company 


1940 


44, 727 


37,817 


22, 594 


13,394 


1, 829 


6,910 


1941 


44, 956 


37, 897 


22, 576 


13,524 


1,797 


7, 059 


1942 


45, 185 


38, 051 


22, 681 


13,631 


1, 739 


7,134 


1943 


b 45, 764 


37,940 


22,714 


13,513 


1,713 


*> 7, 824 


1944 


b 46, 588 


37, 837 


22, 523 


13,582 


1,732 


b 8, 751 


1945 


b 46, 863 


38, 273 


22, 681 


13, 891 


1, 701 


b 8, 590 



• Includes coache6, combination coaches, parlor, sleeping, dining, club, lounge, and observation cars. 

b Includes government-owned special troop sleepers and kitchen cars, as well as standard and tourist sleepers and parlor cars. 

Source: Association of American Railroads, Railroad Transport , A Statistical Record , 1911-1948 (Washington, November 1948), p. 21. 



the demand that the military program 
made on steel and other strategic mate- 
rials. Under these circumstances the in- 
crease in the total number of passenger 
cars, including those built for the govern- 
ment, was modest indeed. ( Table 4 ) Steps 
were taken to eliminate some of the less 
essential travel. The carriers themselves 
combined or “pooled” certain of their 
services to resort areas in order to release 
equipment for other purposes. They con- 
verted more than 800 lounge and parlor 
cars into the more necessary sleepers and 
coaches. The Office of Defense Transpor- 
tation stopped the operation of special 
trains for conventions and sporting events 
and limited the operation of extra trains 
and extra sections on the heavily traveled 
routes. 83 A campaign was undertaken to 
encourage the voluntary curtailment of 
unnecessary travel. Despite these measures 
the increase in traffic far outstripped the 
increase in passenger accommodations, 
and the wartime demand was met chiefly 
through a concerted effort for the more 
efficient and intensive employment of the 
equipment on hand. 



Responsibility for assigning adequate 
railway equipment to troop movements 
and for enforcing economy in its use rested 
primarily with two agencies representing 
the Army and the railroads respectively. 
The Army’s interests were the responsibil- 
ity of the Traffic Control Division in the 
Office of the Chief of Transportation, and 
more particularly the Passenger Branch of 
that division. While the chief of the divi- 
sion and his deputy dealt with matters of 
policy and participated in conferences re- 
lating to especially large movements, the 
Passenger Branch handled the day-to-day 
arrangements. It maintained contact with 
the carriers, gave them information re- 
garding contemplated troop movements 
and the numbers and types of cars re- 
quired, and checked to insure that the 
proper equipment was promptly provided. 
It dealt with local Army transportation 
officers to insure that arrangements were 
made for the prompt entrainment and 
detrainment of troops and that the cars 

83 For a summary of these controls, see Office of De- 
fense Transportation, Civilian War Transport (Wash- 
ington, 1948), pp. 81-86. 
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were fully loaded and eventually turned 
back to the railroads in good condition. In 
the fall of 1942 the Car Service Section 
was established in the Passenger Branch to 
review all prospective troop movements 
and prepare co-ordinated plans that would 
avoid deadheading equipment so far as 
possible. The staff of this section consisted 
of specialists who had been employed by 
the Pullman Company or the railroads.^ 

The Military Transportation Section, 
Car Service Division, Association of Amer- 
ican Railroads, represented the rail car- 
riers in these matters. All requests for 
equipment and train schedules, as well as 
complaints regarding the railroads’ han- 
dling of movements, were channeled 
through it. The fact that the MTS office 
was located adjacent to the Traffic Control 
Division in the Pentagon facilitated the 
constant interchange of information and 
the joint planning in which the two agen- 
cies engaged. While the MTS dealt di- 
rectly with the individual railroads to a 
large extent, it was aided in the perform- 
ance of its functions by thirteen district 
offices of the Car Service Division whose 
jurisdictions covered the entire United 
States. 

Although the Military Transportation 
Section had no direct authority over the 
employment of the carriers’ passenger 
equipment, the railroads followed its in- 
structions because those instructions were 
based on military requirements. For the 
same reason the Pullman Company en- 
deavored to provide the cars requested by 
the MTS. This voluntary co-operation 
worked satisfactorily until the redeploy- 
ment of troops began after the surrender 
of Germany. Then, because it was evident 
that much heavier demands would have 
to be made on the carriers in order to sat- 
isfy the military need, the Office of Defense 



Transportation assumed control over the 
employment of all passenger, baggage, 
and express cars of the railroads. W. C. 
Kendall, chairman of the AAR Car Serv- 
ice Division, was appointed agent to ad- 
minister this control, subject to the general 
supervision of the Director of the ODT 
Railway Transport Department. 85 

The co-operation of the Pullman 
Company in supplying equipment re- 
mained on a voluntary basis. Control 
over the distribution of its equipment was 
exercised by a superintendent of car serv- 
ice at the company’s headquarters in Chi- 
cago. He was aided by branch offices 
scattered throughout the country, which 
kept him informed of the location of equip- 
ment and the prospective demand in their 
localities. The Military Transportation 
Section made daily reports to the Pullman 
Company regarding the future needs of 
the armed forces for sleeping cars in the 
various districts. On the basis of these re- 
ports, Pullman equipment was assigned to 
six regional distribution points, which 
controlled its further assignment. In July 
1945, in view of the extraordinarily heavy 
demand for sleepers on the Atlantic sea- 
board for troops being redeployed and re- 
patriated from Europe, the car service 
superintendent of the Pullman Company 
placed a representative in the office of the 
MTS to obtain information regarding 
requirements as early as possible and to 
co-ordinate the actual assignment of 
equipment. 

The usual procedure by which equip- 
ment was obtained for a troop movement 
was as follows: As soon as the Traffic Con- 
trol Division had definite advice that a 
group was to be moved, it obtained full 
information regarding the composition of 

84 OCT HB Monograph 22, pp. 33-36, 81-84. 

85 ODT GO 55, effective 17 Jul 45. 
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the group from the Army transportation 
officer at the station of origin. This infor- 
mation included the unit designations, the 
number of officers and enlisted men in- 
volved, the weight and measurement of 
the impedimenta, the anticipated time 
and place of entrainment, and the types of 
rolling stock desired. 86 After the route had 
been established, in the manner already 
described, the Traffic Control Division re- 
quested the Military Transportation Sec- 
tion to arrange for the execution of the 
movement. The MTS notified the Car 
Service Division manager in the district in 
which the movement was to originate and 
also the originating railroad. The rail line 
then began assembling the required 
coaches, baggage cars, and freight cars 
and notified the appropriate Pullman 
Company representative of the number of 
sleepers needed. If the required number of 
sleepers was not provided, the rail line 
undertook to provide coaches instead. If 
the railroad found it difficult to obtain 
sufficient equipment to meet the need, the 
district manager of the Car Service Divi- 
sion was called on for help. If he was un- 
able to overcome the difficulty, he asked 
for aid from the MTS, which could bring 
heavier pressure to bear on the carriers 
serving the area. 87 

A special procedure was adopted by the 
Traffic Control Division when an excep- 
tionally large port-bound movement — a 
division or an equivalent number of 
troops — was to be made. The assembling 
of so much equipment inevitably posed a 
difficult problem for the carriers, and 
strict compliance with schedules was of 
great importance. In such instances the 
Traffic Control Division sent a representa- 
tive to the station of origin, where all 
arrangements for the movement were 
worked out in conference. This conference 



was attended, as circumstances required, 
by representatives of the post transporta- 
tion officer, the commander of the port of 
destination, the G-4 of the division to be 
moved, the Military Transportation Sec- 
tion, the Car Service Division district 
office, the territorial passenger association, 
the Pullman Company, and the railroads 
involved. The conference took place soon 
after the movement order was issued, usu- 
ally several weeks in advance of the depar- 
ture date. The requirements for passenger 
and freight equipment were studied, the 
sources of the equipment were agreed on, 
the make-up and loading schedules of the 
several trains were planned, and train 
schedules from point of origin to destina- 
tion were established. These arrangements 
were considered tentative, but changes did 
not often become necessary. 88 

Despite the close co-operation of all 
parties and the measures taken by the 
Army to ease the carriers’ problems, there 
were delays in furnishing equipment. 
During the greater part of the war about 
25 percent of the railroads’ 14,000 line- 
haul coaches were in military service, and 
after redeployment began the percentage 
was larger. The railroads understandably 
endeavored to protect the regular services 
that the Office of Defense Transportation 
permitted them to maintain, while at the 
same time trying to meet the military re- 
quirements. The demand for coaches 
being what it was, this policy called for 
exceedingly close calculation and careful 
management, and sometimes the available 
equipment could not be made to meet all 
needs promptly. When the departure of 
movements was advanced by the Army 

80 AR 55-130, 28 Dec 42, par. 8/>. 

87 OCT HB Monograph 22, pp. 38-46. 

88 Ibid., pp. 48-50. 
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Chart 2 — Revenue Passenger-Miles Accomplished in Pullman-Operated Sleeping 

Cars and Parlor Cars: 1939-1945* 



BILLIONS 

30 



BILLIONS 
30 




* Military traffic includes the personnel of all armed forces moved in organized groups in special cars and special 
trains; regular traffic includes civilian and military personnel who traveled in regularly scheduled trains. Includes traffic 
hauled in government-owned, Pullman-operated troop sleepers. 

** Distribution between regular and troop traffic not ovailable for 1939 and 1940. 

Source-. Annual Reports, Pullman, Incorporated. 



ahead of the time originally contemplated, 
the problem was intensified. 

The Pullman Company frequently 
failed to supply the sleepers required by 
the Army. Beginning early in the war all 
of its tourist sleepers— about 2,200 in 
number — were regularly assigned to move- 
ments of the armed forces, and a varying 
number of its 4,000 standard sleepers were 
so utilized. Late in 1943 the new govern- 
ment-owned troop sleepers began to enter 
its fleet. At the end of 1944 the Pullman 
Company indicated that about half of its 
sleeping car equipment had been steadily 
engaged in troop transportation. A few 
days before Germany surrendered, the 
company stated that since Pearl Harbor it 
had transported more than 26,000,000 



members of the armed forces in organized 
groups. 89 Yet in each year the passenger- 
miles accomplished in regular Pullman 
services (sleeping car and parlor car) ex- 
ceeded the mileage accomplished in han- 
dling organized movements for the armed 
forces. (Chart 2) Like the railroads, the 
Pullman Company endeavored to protect 
its regular services while complying with 
requests from the military authorities. 

It was understood that if the Pullman 
Company could not supply sleepers as re- 
quested, the railroads and the Traffic Con- 
trol Division would be notified not later 



89 Annual Rpts, Pullman Incorporated, 1944, p. 5; 
1945, p. 6; AAR, Interesting Facts About the Rail- 
roads, 3 May 45; all in OCT HB Topic Pullman 
Company. 
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than 5:00 P. M. on the second day before 
the contemplated departure. In such a 
case, the originating railroad undertook, 
with the aid of the Association of Ameri- 
can Railroads when necessary, to provide 
coaches in substitution for sleepers. If it 
was found that coaches could not be 
made available, such information was to 
be given to the Traffic Control Division 
not later than noon of the day preceding 
the movement. In this event, the division 
in consultation with the military authority 
that had ordered the movement deter- 
mined whether that movement should be 
postponed or the equipment obtained by 
deferring another movement of lower pri- 
ority. 80 The Traffic Control Division im- 
pressed upon the carriers, however, that it 
would not be satisfied simply with notifi- 
cation that sleepers or coaches were not 
available. It took the position that, while 
postponements might become necessary, 
there should be relatively few and that the 
carriers should make extraordinary efforts 
to avoid this necessity. 

No purpose would be served by pre- 
senting in detail the many complaints 
registered by the Chief of Transportation 
because sleepers or coaches were not sup- 
plied as requested or by reviewing the 
explanations offered by the carriers. Gen- 
eral Gross and his staff sometimes felt that 
the carriers had been negligent, either in 
not providing equipment or in not giving 
sufficient advance notice that requests for 
cars could not be met. In most cases the 
carriers believed that there were justifying 
circumstances. 91 

While pressing the carriers to meet its 
requests for equipment fully and promptly, 
the Army undertook to improve its own 
procedures and so alleviate the shortage of 
cars. One of the problems during the early 



part of the war was the short notice given 
the Chief of Transportation by the com- 
mands ordering troop movements and the 
consequent short time allowed the carriers 
to assemble cars. An inquiry covering a 
period of ninety days showed that in about 
56 percent of the cases the notice was less 
than forty-eight hours ahead of actual 
starting time. 92 Beginning early in 1943 
corrective measures were taken, under 
which the Chief of Transportation was in- 
formed regarding prospective movements 
as soon as the plans began to take definite 
shape and was notified of actually ordered 
movements at least seventy-two hours in 
advance in all except emergency cases. 93 

Through frequent contacts with the 
agencies that issued troop movement 
orders, the Passenger Branch was able to 
gather information that enabled it to visu- 
alize the requirements for railroad equip- 
ment far ahead. When sizable move- 
ments — regiments or larger — were being 
planned, the branch was given an oppor- 
tunity to look over the equipment situation 
and the progress of movements already 
scheduled, and then to indicate to the 



9U See WD CTB 35, 10 Jul 45, sub: Troop Mvmts — 
RR Equip. 

*" The following documents illustrate the com- 
plaints filed by the Chief of Transportation: Ltr, 
Morris to Gass, 7 Dec 43, OCT 5 1 1 Main 64884; Ltr, 
Morris to Gass, 19 Feb 44, OCT 511; Ltr, Morris to 
Gass, 27 Apr 44, OCT 51 1 Rail and Motor Mvmts; 
Ltr, Morris to Trunk Line-Central Pass Assn, 30 Aug 
44, OCT 511 Fort Meade (Main 20363); Ltr, Morris 
to Western Mil Bur, 30 Sep 44, OCT 511; Ltr, Lt. Col 
Bert E. White to Pullman Co., 27 Feb 45, OCT 531.7 
Train Service. 

92 Army Service Forces Monthly Progress Report 
(hereafter cited as ASF MPR), May 43, p. 60. Such 
short notice was more likely to occur with the smaller 
than with the larger units. 

93 Memo, CG SOS for CGs All SvCs, COs All Posts, 
tt al., 8 Dec 42, sub: Co-ordination of Troop Mvmts, 
AG 370.5 (11-24-42); WD Cir 102, 15 Apr 43, par. 
26(4); W'D Cir 358, 4 Sep 44, Sec. IV, par. 26(1); 
OCT HB Monograph 22, pp. 71-81. 
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commands concerned on what dates addi- 
tional movements could be best handled. 
As soon as such movements were tenta- 
tively fixed, they were posted on a control 
board in the Passenger Branch from which 
the branch worked in its endeavor to 
avoid scheduling too much traffic from a 
particular area during a particular period. 
This board sometimes showed divisional 
movements six months in advance of their 
departure. 94 

Another important Army measure 
affecting the employment of rail equip- 
ment was the investing of the Chief of 
Transportation with authority to change 
the departure time of troop movements 
when the equipment situation warranted. 
Such authority was given his office in 
April 1943 for movements routed in Wash- 
ington — that is, groups of forty or more — 
and the same authority was soon given to 
post transportation officers in regard to 
the smaller groups that they routed. 95 
Emergency movements naturally were 
excepted from these arrangements. Under 
this procedure the orders covering non- 
emergency movements gave approximate 
dates of departure or dates between which 
the movements should be made, and the 
Chief of Transportation or the post trans- 
portation officers could advance or retard 
the time of departure within the limits 
stated. Thus a movement destined for a 
particular installation could be put for- 
ward or delayed so that the same equip- 
ment could be used for a movement leaving 
the same or a nearby installation. The 
ability to adjust the time of departure also 
facilitated the consolidation of small 
groups to insure the full utilization of car 
space. 

The advance information received by 
the Chief of Transportation regarding con- 
templated movements and his authority 



to advance or retard the actual time of 
departure brought very substantial results 
in the conservation of railway equipment. 
The most spectacular example was the 
utilization of the same railway equipment 
to move seven divisions from seven differ- 
ent installations with only a small amount 
of deadhead mileage. The Car Service 
Section of the Passenger Branch, on the 
basis of its day-to-day planning to improve 
the utilization of passenger cars, calcu- 
lated that between the time of its estab- 
lishment in November 1942 and the end 
of hostilities it enabled 41,000 sleeping 
cars to make trips that otherwise could 
not have been made. This meant addi- 
tional berths for at least 1,400,000 
soldiers. 9 * 5 

The Army also undertook to eliminate 
practices at camps and other installations 
that were wasteful of car time. Before the 
United States entered the war, post trans- 
portation officers frequently called in rail- 
road equipment as soon as a unit received 
warning of an impending move. This gave 
the carriers opportunity to draw equip- 
ment from sources where it could be most 
readily spared and also enabled the post 
transportation officer and the commander 
of troops to inspect the cars thoroughly 
and to entrain at their convenience. Dur- 
ing the war this leisurely method of using 
equipmeht could not be permitted. Soon 
after Pearl Harbor all agencies issuing 
warning orders were directed to include in 
such orders a stipulation that delivery of 

tH Interv with Morris, 16 Aug 50, OCT HB Traf 
Conti Div Pass. 

95 Memo, CotT for ACofS for Opns ASF, 19 Mar 
43, sub: Change in WD Cir 193; Memo, C of Traf 
Conti Div for C of Adm Div OCT, 29 Jul 43; both in 
OCT 511; WD Cir 102, 15 Apr 43, par. 2b: WD Cir 
229, 24 Sep 43, pars. 1 and 2. 

90 Morris monograph, cited above, p. 40; Interv 
with Morris, 16 Aug 50, OCT HB Traf Conti Div 
Pass. 
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railroad cars would not be requested until 
the actual time for departure had been 
fixed. 97 Cancellations of movement orders 
or deferments of movements shortly before 
departure time also were wasteful of 
equipment, since the assigned cars were 
kept idle until they could be reassigned. 
The Chief of Transportation undertook to 
impress upon military authorities the ne- 
cessity of avoiding last-minute changes in 
movement orders so far as possible. 98 

In its efforts to improve the utilization 
of railway equipment and bring about 
closer co-ordination in handling military 
movements, the Traffic Control Division 
supplemented the written instructions to 
the field with regional conferences. Fol- 
lowing the inauguration of new procedures 
for troop movements in the spring of 1943, 
Colonel Morris, as chief of the Passenger 
Branch, held a series of conferences 
throughout the country, which were at- 
tended by the transportation officers of 
Army installations and representatives of 
the Association of American Railroads, 
the territorial passenger associations, and 
the individual rail lines. Regional confer- 
ences held in the headquarters cities of the 
nine service commands and at San Fran- 
cisco in February and March 1944 were 
attended by Colonels Williamson and 
Lasher, chief and deputy chief of the 
Traffic Control Division, and by the heads 
of their traffic branches. Army transporta- 
tion officers and railroad representatives 
were informed explicitly concerning the 
performance that was expected in the ac- 
complishment of troops movements. They 
were given full opportunity to ask ques- 
tions, make complaints, or otherwise pre- 
sent their problems. Similar “field forums” 
were held at later dates. The consensus 
was that excellent results were achieved in 
this way — results affecting not only troop 
movements but other aspects of the Traffic 



Control Division’s work as well. 99 

Although the efficient employment of 
passenger cars was the chief problem, 
attention also had to be given to the eco- 
nomical use of freight cars in moving troop 
impedimenta. This was true particularly 
of flatcars, which were required for many 
large items, such as trucks, tanks, and 
artillery. Early in the war the Chief of 
Transportation put forward the idea that 
a considerable saving of freight cars could 
be accomplished by permanently assign- 
ing heavy organic equipment to training 
centers instead of moving this equipment 
each time a unit was moved. The system 
was tried first with motor vehicles and 
later with other equipment. It not only 
saved railway cars but also spared the 
government heavy freight costs. In April 
1943, Lt. Gen. Lesley J. McNair, com- 
manding the Army Ground Forces, re- 
ported that, in moving four armored di- 
visions, two motorized divisions, and one 
infantry division, the new system had re- 
duced the requirement for rail equipment 
by 8,743 cars and had saved the govern- 
ment more than $2,500,000 in transporta- 
tion charges. He also reported substantial 
savings in the movement of smaller 
units. 100 

At some Army training camps the 
inadequacy of rail facilities on the reserva- 
tions and the limited capacity of the con- 
necting rail lines hindered dispatch of 

37 Memo, ACofS G-4 for ACofS G-3, 9 Jan 42, sub: 
Ordering RR Equip, G-4/33 739-5. 

38 Memo, CofT for TAG, 23 May 44, sub: Mvmt of 
Units, OCT 51 1 Rail and Motor Mvmts. 

93 Memo, CofT for CG AAF, 15 Jun 43; Memo, 
Williamson for CofT, 16 Jun 43, sub: Confs at SvC 
Hq; both in OCT 51 1; ASF Cir 167, 29 Dec 43, sub: 
Conf, Mvmt of Troops, Etc; Rpt, Traf Conti Conf, 3 
Feb-6 Mar 44, OCT HB Traf Conti Div Misc; Rpt, 
Traf Conti Div, FY 1944, pp. 4-5, OCT HB Traf 
Conti Div Rpts. 

100 Ltr, Gen McNair to CG ASF, 6 Apr 43, sub: 
Saving Rail Trans, OCT 51 1 Co-ordination 
Mvmts. 
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PLANNING ROUTINGS AND ASSIGNMENTS OF RAIL EQUIPMENT 
(From left) Col. Edmund C. R. Lasher, Col. William J. Williamson, and Col- I. Sewell 
Morris of the Traffic Control Division, with Arthur H. Gass of the Association of American 
Railroads. 



passenger and freight cars and caused a 
loss of car time. This was often true of new 
installations that were built early in the 
emergency without due regard to trans- 
portation requirements . 101 The situation 
at the California-Arizona Maneuver Area, 
located in a remote region on branch rail 
lines, was an outstanding example of the 
difficulty, and at one time the accumula- 
tion of cars became so heavy that a four- 
day stop order was placed on further 
shipments into the area. Soon after the 
United States entered the war a general 
survey of Army installations was made to 
determine whether additional trackage, 



loading ramps, or other facilities were 
necessary to insure prompt dispatch of 
railway cars, and later similar action was 
taken whenever the movement of traffic 
at an installation was found to be 
sluggish . 102 

The combined efforts of the Transpor- 
tation Corps and the carriers to utilize 

101 Wardlow, op. cit. , | pp. 3 1 6— 1 7 ] Morris mono- 
graph, p. 49. 

,oi Memo, ACofS G-4 for CofE and OQMG, 1 7 Jan 
42, sub: Rail Facilities, G-4/33821; Memo, CG SOS 
for CofT, 3 1 Aug 42, sub: Rail Facilities for Emer- 
gency Mvmts; Memo, C of Rail Div OCT for CofT, 
8 Oct 42; last two in OCT 531.7 Gen. 
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railway passenger equipment with utmost 
effectiveness met with a large measure of 
success. Yet there were occasions when the 
numbers of cars or the desired types were 
not provided as requested by the Army. 
While late requests sometimes were re- 
sponsible, failures were attributable 
chiefly to the endeavor of the carriers — 
the railroads and the Pullman Com- 
pany — to maintain their regular services 
as fully as possible while also meeting the 
demands of the armed forces. No urgent 
troop movements were postponed for lack 
of equipment, but the Chief of Transpor- 
tation protested any delay that in his 
judgment could have been avoided. He 
also protested the failure to provide sleep- 
ing cars and the consequent transporta- 
tion of troops in day coaches on long trips, 
and he felt that both the Pullman Com- 
pany and the Office of Defense Transpor- 
tation were at fault in not withdrawing 
more sleepers from regular services. The 
situation became especially acute after re- 
deployment began, even though much 
larger numbers of both sleepers and 
coaches were placed in military service . 103 

Special Troop Trains 

The troop train was not merely a mode 
of transportation, it was an institution. 
Extensive planning preceded its depar- 
ture, and thorough organization and care- 
ful control were necessary throughout. Its 
punctual departure and arrival were mat- 
ters on which the Chief of Transportation 
placed great stress. Each train was given 
a “main” number, or symbol, and until it 
had delivered its load at the destination it 
was as much a military entity as the in- 
stallation from which it started. This was 
true whether the train carried troops only 
or was a mixed train of troops and imped- 



imenta. Special troop cars attached to 
regular passenger trains also received 
main numbers and were closely con- 
trolled, but for obvious reasons the control 
could not be as broad as in the case of the 
special troop train moving on its own 
schedule. 

The war brought changes in the size 
and make-up of troop trains. While maxi- 
mum length was desirable from the stand- 
point of conserving locomotives and train 
crews, it was necessary to avoid making 
trains so long that they created operating 
problems and delays. Early in the emer- 
gency the Army rescinded a regulation 
limiting mixed trains to twenty-five cars, 
and took the position that when it became 
necessary from a military standpoint to 
disregard certain state laws limiting the 
length of trains this should be done . 104 
The Army authorized the railroads to 
consolidate trains en route provided no 
delay or compromise of military security 
was involved. It also authorized the rail- 
roads to operate long trains from points of 
origin and to split them en route, on the 
condition that the military authorities 
were informed in advance so that when 
the trains were cut each section would be 
self-sustaining . 105 The arrangement of 
cars in a train was determined finally by 
railroad officials, but the desires of the 
military authorities were complied with 
as far as possible . 108 

103 See below fch. III . 

104 WD Cir 130, 5 Nov 40, Sec. II; Wardlow, op. 
cit. , | p. 549.1 A typical troop train consisted of 1 2 to 15 
coaches or sleepers, 2 baggage cars, and 2 kitchen 
cars. A typical mixed train consisted of 6 to 8 coaches 
or sleepers, 1 or 2 baggage cars, 1 kitchen car, and 25 
to 30 freight cars. 

no Memo, Morris for MTS, 16 Sep 42, sub: Con- 
solidations; Ltr, Morris to IMC, 15 Jan 44; both in 
OCT 511. 

106 OCT HB Monograph 22, pp. 90-94. 
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The Army imposed various safety re- 
quirements with respect to troop trains. 
In view of the shortage of equipment it 
was not feasible to insist on all-steel cars, 
so that cars with wooden bodies on steel 
frames were accepted, but all cars were 
required to be in good operating condi- 
tion, with secure platforms and steps. 
Passageways between cars were to be 
guarded by diaphragms or safety chains. 
The Chief of Transportation accepted 
chains only as a temporary expedient and 
urged the installation of diaphragms as 
promptly as possible. Troop train com- 
manders were directed to issue orders be- 
fore departure forbidding troops to ride 
on platforms or on the tops of cars, to 
move from car to car unnecessarily, or to 
leave the train without specific authority. 
The commanders were also instructed to 
take whatever additional steps might be 
essential to safety. 

A peacetime prohibition against the 
shipment of explosives in the same train 
with troops had to be lifted during the 
war, but any such shipments were subject 
to strict regulation. Explosives, excluding 
small arms ammunition, in addition to 
being handled in accordance with the 
safety regulations of the Interstate Com- 
merce Commission, were placed in cars at 
the rear of the trains and were separated 
fronl troops by at least one “buffer” car . 107 
Cars bearing explosives were sealed and 
were under guard at all train stops. 

As soon as rail equipment was deliv- 
ered to an installation from which troops 
were to be moved, it was inspected by the 
post transportation officer, the troop train 
commander, and a representative of the 
originating railroad . 108 The inspections 
dealt with the structural condition of the 
cars and with their cleanliness. The in- 
tensity with which the cars were used and 



the shortage of labor in railroad shops and 
yards made careful inspection necessary. 
No record has been found of the number 
of cars rejected after inspection, but it is 
obvious that with equipment scarce and 
with every effort being made to avoid de- 
lays a considerable tolerance had to be 
exercised. Thus it was that during the 
demobilization period, when the shortage 
of equipment was being most severely felt, 
the commander of the San Francisco Port 
of Embarkation authorized certain offi- 
cers of his organization to reject cars that 
they considered unfit, but at the same 
time he cautioned them that in so doing 
they should consider not only the types 
and condition of the cars and the length 
of the journey but also the backlog of 
troops waiting to be moved out of the port 
and the scheduled arrival of additional 
troops from overseas . 109 

At the end of a trip troop train equip- 
ment was again inspected by the troop 
train commander and by representatives 
of the railroad and the Pullman Com- 
pany. This inspection had the dual pur- 
pose of determining how satisfactory the 
service rendered by the carriers had been 
and whether the carriers had a claim 
against the government because of dam- 
age inflicted on their property by the 
troops . 110 

The Chief of Transportation was espe- 
cially concerned about the condition of 

107 2d Ind, TQMG for 8th Corps Area, 3 Feb 41, 
OCT 435 Steel Pass Equip; AR 55-145, 30 Sep 42, 
par. 14<?, and Changes 1, 19 Dec 42; Memo, Pass Br 
OCT for MTS, 28 Oct 45, sub: Kitchen-Baggage 
Cars, OCT 080 AAR. 

,08 AR 55-145, 30 Sep 42, par. 4. 

loti Memo, CG SFPE for COs Camp Stoneman, 
Camp Knight, et al. , 16 Nov 45, sub: Rail Equip for 
Main Trains, OCT 511. 

110 AR 55- 1 45, 30 Sep 42, par. 14/; Ltrs, Lasher to 
Buford, 22 Jan 44 and 29 Apr 44, OCT 511 (AR 
55-145). 
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railway cars used in moving troops to the 
ports for oversea shipment since this had a 
bearing on morale. In the spring of 1944 
he directed the commanders of the New 
York and San Francisco Ports of Embar- 
kation to appoint inspectors to examine 
all trains arriving at the staging areas 
under their control during June and to re- 
port on both the condition of the rail 
equipment and the service rendered en 
route. Such reports were to be entirely in- 
dependent of those rendered by the troop 
train commanders. Out of the 250 trains 
inspected, unsanitary conditions were 
found in twenty cases and in a few in- 
stances the supply of drinking water had 
been insufficient. On the basis of this in- 
formation, the continuance of these in- 
spections was ordered. The inspectors 
were instructed not to concern themselves 
too much with the absence of up-to-date 
facilities, although this might cause some 
inconvenience to the troops, but to deal 
chiefly with conditions that were likely to 
affect soldier morale. 111 

Since all requests for rail equipment for 
troops routed in Washington were made 
to the Military Transportation Section, all 
complaints by the Army regarding such 
equipment were channeled through that 
office, with copies to the respective terri- 
torial passenger associations, and to the 
Pullman Company when its equipment 
was involved. 112 Such complaints were 
usually based on reports by the train com- 
mander or the staging area inspector, but 
they sometimes originated with the troops 
themselves. Each complaint was inves- 
tigated by the carriers concerned, who re- 
ported the circumstances through the 
MTS to the Chief of Transportation. As 
has been indicated, there was not much 
that could be done to avoid the employ- 
ment of old or badly used cars. In his re- 
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sponse to one complaint the manager of 
the MTS stated: “I am convinced that the 
best available equipment was furnished 
for this main, but it is obvious that the 
best was none too good.” 113 The Chief 
of Transportation understood the situ- 
ation, but he filed his protests nevertheless 
to insure that the carriers did not let down 
in their efforts to provide the best cars 
available. Complaints regarding poor 
service — lack of cleanliness, water, or 
heat, for example — were in a different 
category. The Chief of Transportation felt 
that these were conditions that could and 
should be avoided." 1 

While pressing the carriers to fulfill 
their responsibilities, the Chief of Trans- 
portation recognized that the military 
authorities on trains often were lax in en- 
forcing sanitation regulations. As late as 
the summer of 1944 following a discussion 
of the situation with his field representa- 
tives, General Gross reported to General 
Somervell: “This condition is not only a 
discredit to the Army, but also reflects on 
the railroad companies.” 115 He recom- 
mended that renewed and emphatic in- 
structions be issued to all branches of the 
sendee, and this was done promptly. Train 
commanders were directed to give special 

111 OCT HB Monograph 22, pp. 99-100; ASF 
MPR, Jun 44. Sec. 3, p. 56. 

112 Memo, DC of Traf Conti Div for C of Pass Br, 
28 Nov 44, sub: Complaints, OCT 531.7. 

113 Ltr, Gass to C of Traf Conti Div, 6 Jan 44, sub: 
Main 56123, OCT 080 AAR. 

114 The following documents illustrate complaints: 
Ltr, Lasher to Western Mil Bur, 24 Mar 44, and 
reply, 29 Mar 44; Ltr, Morris to IMC, 13 Jul 44, and 
reply, 22 Sep 44; Ltr, AAR to Lasher, 25 Sep 44, and 
reply, 6 Oct 44; all in OCT 531.7 Unsanitary Condi- 
tions on Trains. 

115 Min of Port and Zone Comdrs Conf, Chicago, 
6-9 Jul 44, Mtg of Port and Zone Trans Offs, 7 Jul 44, 
pp. 4, 5, OCT HB PE Gen Port Comdrs Conf; Memo, 
Gross for Somervell, 13 Jul 44, sub: Unsanitary RR 
Equip, OCT 531.7 Unsanitary Conditions on Trains; 
WD Cir 334, 16 Aug 44, Sec. III. 
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attention to the matter and to enlist the 
co-operation of all personnel under their 
control. Despite these efforts, however, 
maintaining sanitary conditions on troop 
trains remained a constant and annoying 
problem. The psychology of the troops, 
manpower shortages on the railroads, and 
the intensity with which the cars were 
used were the principal contributing 
factors. 

The loading of a troop train was an op- 
eration for which the post transportation 
officer and the commander of troops 
shared responsibility. The post transpor- 
tation officer, having established the rail 
equipment required for the move, checked 
to see that the equipment actually pro- 
vided conformed to the requirements, 
prepared transportation requests upon the 
carriers covering the troops and bills of 
lading for the freight, and endeavored to 
adjust any differences that arose between 
the commander of troops and the repre- 
sentatives of the railroads. The com- 
mander of troops appointed an entrain- 
ment officer, who planned the loading and 
supervised the operation to insure that it 
was accomplished promptly and correctly. 
The entrainments at training camps dur- 
ing the weeks immediately following Pearl 
Harbor revealed a lack of familiarity on 
the part of transportation and entrain- 
ment officers with the problems involved, 
and this led to mistakes and delays. Units 
of the field forces in the zone of interior 
were therefore directed to prepare loading 
plans and have them ready at all times 
and to hold practice entrainments for 
both personnel and impedimenta . 1 Ifi 

A train commander, who was usually 
assigned by the commander of the unit 
being moved, was in charge of each troop 
train . 117 His command began with the 



departure of the train and ended with the 
delivery of the troops and their impedi- 
menta to the commander of the new sta- 
tion. Broadly stated, the train command- 
er’s mission was to insure that the person- 
nel and property placed in his charge 
were moved safely and in an orderly 
manner. As commander of the troops on 
the train he was responsible for their dis- 
cipline and for the maintenance of sani- 
tary conditions en route. He controlled 
the relationship between the military per- 
sonnel and the representatives of the rail- 
road and the Pullman Company on 
board. Sometimes he was outranked by 
other officers on the train, in which case 
tact was necessary in asserting his author- 
ity. The troop train commander had 
under his supervision a train transporta- 
tion officer, who handled the passenger 
requests and bills of lading and prepared 
such other papers and reports as were 
necessary; a train medical officer, who 
looked after the health of the troops and 
the sanitary condition of the train; a train 
quartermaster, who was responsible for 
the kitchen cars and the adequacy of their 
equipment and supplies; a train mess 
officer, who supervised the preparation 
and serving of meals; and a baggage 
officer when needed. In addition, there 
was a car commander in each sleeper or 
coach to maintain order and discipline. 

Within this broad field the duties of the 
troop train commander were varied and 
exacting. In most instances an officer 
served in this capacity only once and 
hence took up his responsibilities without 

116 Memo, Lasher for C of Trans Div OQMG, 14 

Dec 41, sub: Troop Mvmts from Fort Bliss, 

G-4/33700; Memo, TAG for CGs All Armies, et al., 
19 Dec 41, sub: Troop Mvmts (Rail); Memo, TAG 
for CG Field Forces, 24 Dec 41, sub: Troop Mvmts by 
Rail; last two in AG 370.5 (9- 10-41), Sec. 1. 

117 AR 55-145, 30 Sep 42, par. 14. 
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previous experience. Usually the time 
available for studying the regulations and 
preparing for the task was short. The reg- 
ulations were scattered and were inad- 
equate in some respects. Under these cir- 
cumstances and because of the pressure 
under which the carriers were working, 
conditions aboard troop trains often fell 
short of the standards that the Chief of 
Transportation desired. Some improve- 
ment was achieved by assembling the 
regulations and instructions in two pam- 
phlets, making them more accessible and 
understandable. 118 During redeployment 
and repatriation it was possible to appoint 
commanders to serve regularly on troop 
trains operating between the ports of de- 
barkation and the reception stations, and 
these officers gained competence through 
experience. 

The feeding of troops from converted 
baggage cars and from the new govern- 
ment-owned kitchen cars presented nu- 
merous problems. The baggage-kitchen 
cars were makeshifts, and aside from the 
fact that the railroads could not spare 
enough of them to meet the Army’s need, 
they were difficult to keep in sanitary con- 
dition and lacked adequate refrigeration. 
Consequently, when it was decided to 
build government-owned troop sleepers in 
the spring of 1943, the advisability of con- 
structing specially designed troop kitchen 
cars at the same time was apparent. Four 
hundred such cars were ordered by the 
Defense Plant Corporation at that time 
and four hundred were ordered two years 
later. These kitchen cars, although simply 
designed and faulty in some respects, were 
a great improvement over the baggage- 
kitchen cars because the kitchen equip- 
ment was more nearly complete and more 
suitable as well as permanently installed. 119 
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Even with better equipment, the problem 
of keeping kitchen cars clean remained. 
The crews, which were newly assigned for 
each trip, were often careless in using the 
facilities and disposing of waste, and, un- 
less very closely supervised, tended to shirk 
the work of putting the cars in order 
before releasing them to other movements. 
Sometimes the cars had to be released so 
quickly that there was not time for proper 
cleaning. 120 

In the early part of the war troops fed 
from kitchen cars were given the regular 
garrison ration, but later they were pro- 
vided with a special troop train ration 
better adapted to their inactive life while 
traveling. Since the supplies placed in kit- 
chen cars at the beginning of trips often 
proved inadequate and the railroads were 
able to provide only limited quantities, a 
chain of emergency supply points was 
established at Army installations along 
the principal routes. 121 Thereafter the 
railroads were called upon only for ice. Al- 
though the subsistence of troops was a 
function of the Quartermaster Corps, the 
Chief of Transportation took an active in- 
terest in it and in all other arrangements 
affecting the welfare of troops en route. 



ns WD Pamphlet 20-7, 14 Mar 44, and second edi- 
tion, 20 Oct 44; WD Pamphlet 20-14, 16 Apr 45. 

us WD Memo W 30-7-42, 21 Oct 42, sub: Supplies 
for Kitchen Cars; OCT HB Monograph 22, pp. 
108-19; Morris monograph, pp. 54-55; Min of Port 
and Zone Comdrs Conf, Chicago, 6-9 Jul 44, after- 
noon session, 7 Jul 44, pp. 4, 5, OCT HB PE Gen 
Port Comdrs Conf. 

12(1 E.g., see: Memo, 3d SvC for CofT, 2 1 Feb 44; 
Ltr, Morris to Gass, 25 Mar 44, and reply, 29 Mar 44; 
Ltr, Pullman Co. to Morris, 29 Mar 44; Ltr, IMC to 
AAR, 2 May 44, and incl; Memo, CofT for BuPers, 
6 Jul 44; Ltr, Defense Plant Corporation to Morris, 
24 Aug 44; all in OCT 531.3 Kitchen Cars. 

121 WD Cir 31, 2 Feb 42, Sec. IV; WD Cir 219, 20 
Sep 43; WD Cir 341, 29 Dec 43; WD Cir 400, 1 1 Oct 
44; WD SB 10-63, 4 May 44; TC Pamphlet 22, 27 
Sep 44. 
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Discipline on troop trains was essen- 
tially a problem of command, just as it 
was at an Army post. The responsibility 
rested with the train commander and the 
car commanders serving under him, and 
railroad personnel called upon them when 
lack of discipline threatened damage to 
railroad property or interference with 
train operation. Since the entrainment 
usually took place at an Army installa- 
tion, there was slight opportunity for the 
troops to carry liquor on the trains; every 
effort was made to prevent them from 
obtaining it en route, for it frequently 
was the cause of unruliness and insub- 
ordination. Disciplinary problems were 
intensified when troop trains were side- 
tracked for long periods while other trains 
passed through, and when troops making 
long trips in day coaches came alongside 
other passengers ensconced in the com- 
forts of Pullman cars . 122 Yet the enforce- 
ment of discipline was simpler on special 
troop trains, where there was adequate 
military authority, than on regular trains 
when individual servicemen were travel- 
ing in large numbers . 123 

A railroad escort was assigned to each 
troop train by the originating carrier in 
addition to the conductor and other mem- 
bers of the train crew and the Pullman 
conductor and porters. The escort had no 
operating duties. He was a seasoned rail- 
roader who had usually had experience 
with troop traffic and was therefore able 
to be of considerable assistance to the 
train commander. When friction arose 
between troops and railroad officials, as 
it did on numerous occasions, the escort 
might provide the word or the act to calm 
the situation. Troops were sometimes 
boisterous, dissatisfied with their accom- 
modations, careless of railroad property , 
and disrespectful of railroad authority. 



Conductors, with a regard for the inter- 
ests of their employers and sometimes with 
impatience bred of long hours of contin- 
uous service, might be short-tempered. 
There frequently was need for a diplo- 
matic but firm intermediary, and the 
escort played that role. The Chief of 
Transportation described the escorts as 
“indispensable,” yet toward the end of the 
war when the manpower shortage made 
it difficult for the railroads to place such 
officials on all trains, he had no alterna- 
tive but to agree to their omission on the 
shorter daylight trips . 134 

The railroads were responsible for the 
maintenance of train schedules, but the 
Chief of Transportation kept this matter 
under close observation. Train command- 
ers were required to telegraph the Traffic 
Control Division the time of departure, 
the time of arrival at destination, and any 
unusual delays or incidents en route. The 
railroads telegraphed similar information 
to the Military Transportation Section 
and also reported each time a troop train 
passed an interchange point — that is, 
passed from the tracks of one railroad to 
those of another. If a train fell seriously 
behind schedule, these agencies were in a 
position to act, but the initial action fre- 
quently came from the train commander. 
When a delay occurred his first step was 
to approach the train escort or the train 
conductor in an effort to correct the situ- 
ation. In the early part of the war if this 
course failed to get the desired results, the 

122 See SFPE, Summary of Problems Handled by 
Troop Train Comdrs, 8 Oct 45; NYPE, Summary of 
Troop Train Comdrs Rpts — Camp Kilmer, 12 Oct 
45; both in OC T HB Traf Co nti Div Pass. 

123 See below Ipp- 67-70~| 

124 Ltr, to Richard C. Morse, Vice Pres Penn RR, 
3 1 May 44, OCT 53 1.7 PRR Sp Train Sv; OCT HB 
Monograph 22, p. 104. 




PREPARING FOOD IN A CONVERTED BAGGAGE-KITCHEN CAR 





NEW TROOP KITCHEN CAR EQUIPPED WITH MODERN FACILITIES 






54 



THE TRANSPORTATION CORPS 



train commander communicated with the 
division superintendent of the railroad. 
This procedure did not work out satisfac- 
torily for the Army, and the train com- 
manders were directed to telegraph a 
report to the Traffic Control Division, 
which then sought the aid of the Military- 
Transportation Section in overcoming the 
delay . 1 ' ' 

During the early part of the emergency 
the railroads complained that their efforts 
to maintain train schedules were some- 
times thwarted by requests of the train 
commanders for unscheduled stops to en- 
able troops to get rest or exercise. The 
carriers pointed out that most of the 
schedules requested by the Army made 
no provision for such stops, although they 
were recognized as necessary on long trips. 
An attempt to correct this situation by 
warning the officers concerned to be 
realistic in arranging schedules failed to 
overcome the difficulty. Soon after the 
United States entered the war, therefore, 
train commanders and other officers in 
the field were forbidden to approach the 
railroads regarding unscheduled stops 
and were required to direct their requests 
to The Quartermaster General, who at 
that time had general responsibility for 
the routing and delivery of troops, or to 
the Western Defense Command when 
trains were destined for points in that 
area. '- 11 After the. techniques of arranging 
and executing troop movements had been 
perfected through practice, the demand 
for unscheduled stops ceased to be a prob- 
lem. 

Departures from schedule attributable 
to the railroads required the attention of 
the Chief of Transportation throughout 
the war. When trains arrived at Army in- 
stallations ahead of or behind schedule, 
arrangements for the reception and ac- 



commodation of the troops were upset, 
and sometimes seriously so. Delays might 
also disturb plans for using the cars in 
other troop movements. Early arrivals 
were not common, but they occurred; late 
arrivals were more frequent. Operating 
conditions became more difficult for the 
carriers as the traffic increased without 
commensurate increases in facilities and 
personnel. Recognizing this the Chief of 
Transportation allowed the railroads some 
latitude, but he maintained a firm atti- 
tude toward what appeared to be exces- 
sive or unnecessary delays. This was par- 
ticularly true of trains destined for staging 
areas at the ports of embarkation, and 
such trains were placed under special 
controls. '- T 

When objectionable delays occurred, 
the facts as reported to the Traffic Control 
Division were placed before the Military 
Transportation Section, which in turn ob- 
tained the railroads’ side of the story. In 
some cases it was apparent that the car- 
riers concerned had not exercised suffi- 
cient care or foresight, and in such cases 
the MTS took further steps to emphasize 
the necessity of maintaining schedules. In 
other cases, the MTS believed that the 
criticisms of the Traffic Control Division 
were unduly harsh, since in the handling 
of long movements under difficult operat- 
ing conditions situations were likely to 
arise that could not be foreseen or pre- 
vented. Nevertheless, the division was 
unrelenting. It recognized that on the 
whole the railroads were giving the Army 
excellent service, but it also knew that the 
railroads were under heavy pressure with 



' AR 53-145. 3IJ Sep 42. par. 14rf, and Changes 5, 
14 Mar 44; OCT HB Monograph 22. pp. 57-59. 

1 ‘ Ltr. IMC to TQMG. 4 Apr 41, AG 511 
(1 1 -3-34 ) AR 30-945; VVD Cir 149. 24 Jui 41, Sec. I; 
VVDCir 273. 31 Doc 41, Sec. II. 

See below Ch. II. 
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regular trains frequently running behind 
schedule, and the division’s tactics were 
designed to keep the carriers constantly 
alert to the Army's requirements and their 
responsibility for putting military traffic 
through promptly. 138 

Maintaining secrecy regarding troop 
train movements was a constant and diffi- 
cult problem. Secrecy was important be- 
cause of the danger of sabotage on the 
railroads and because the movement of 
large troop units into a port was indica- 
tion of an impending movement by ship 
from the port — information of value to 
enemy U-boats. Yet the possibilities for 
“leaks” were numerous. The troops them- 
selves found a prospective move interest- 
ing news to pass on to their relatives and 
friends. Certain information had to pass 
between home stations, the Traffic Con- 
trol Division, the stations of destination, 
and the carriers in order that the move- 
ments might be properly executed, and 
there was always danger that the messages 
would get into unauthorized hands or 
that some one who had received the infor- 
mation properly would use it carelessly. 
Three months after Pearl Harbor G-2 
reported that leaks had been traced to in- 
stitutions that provided free rest rooms to 
servicemen, civic organizations and tele- 
graph companies that sent representatives 
to meet troop trains, police radios report- 
ing the movement of military motor con- 
voys, and crowds assembled in railroad 
yards when troop trains were passing 
through. 129 

The problem of secrecy was encoun- 
tered during the prewar emergency and a 
tightening of the regulations was begun. 
Military personnel were warned against 
making public any information relating 
to troop movements. Instructions were 



issued requiring that all identification 
markings placed on passenger and freight 
cars, such as those indicating the unit 
moving or the destination, be removed 
before the departure of the cars from the 
military reservation. Movements were 
classified as secret, confidential, or re- 
stricted, and all communications and 
information pertaining to such move- 
ments had to be classified in the same 
way. Commanding officers were reminded 
of their responsibility for making all per- 
sonnel under their control familiar with 
security regulations. 130 Despite these steps, 
violations of security continued even after 
the United States became an active bel- 
ligerent. Fortunately there were no un- 
toward events traceable to this lack of 
secrecy, and, with the added measures 
taken by the Army, the situation gradu- 
ally improved. 

After Pearl Harbor steps were taken to 
increase troop train security. Explicit in- 
structions were issued to transportation 
officers in the field and to the personnel of 
the Traffic Control Division regarding the 
handling of messages relating to routings. 
In the case of secret and confidential 
movements, coded messages by teletype, 
telegraph, or radio were to be used when 
time permitted; when there was not suffi- 
cient time for such communications and 
telephone or uncoded telegraph commu- 
nications were necessary, the movements 

,28 AR 55-155, 27 Nov 42, par. 1. For typical com- 
plaints, see Memo, C of Traf Conti Div for CofT, 7 
Aug 42, sub: Late Arrivals at Camp Shelby, OCT 
511; Ltr, Morris to Gass, 5 Apr 44, and reply, 20 Apr 
44, OCT 511 Rail and Motor Mvmts; Ltr, Maj 
Samuel N. Farley to Mr. Kelly, 24 Oct 45, and reply, 
15 Nov 45, OCT 531.7 Train Av. 

129 Memo, G-2 for CofS, 3 Mar 42, sub: Compro- 
mise of Mil Info; Memo, TAG for CG AAF, et al., 13 
Mar 42; both in AG 350.05 (3-3-42)(3). 

130 AR 380-5, 1 8 Jun 41, Sec. VIII; WD Cir 198, 
22 Sep 41, Sec. I; WD Cir 242, 22 Nov 41, Sec. V. 
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were to be identified only by reference to 
the movement orders, and information as 
to the date, size, origin, and destination 
was to be omitted. 131 The railroads were 
required to make sure that information 
regarding troop movements became avail- 
able only to employees requiring it, that 
only the information necessary to the per- 
formance of their duties was given, and 
that the employees were carefully in- 
structed in safeguarding such informa- 
tion. 132 The Traffic Control Division, 
while pressing the railroads to use utmost 
care, opposed suggestions that the carriers 
be required to put all communications 
regarding secret movements in code or to 
send them by registered mail, since such 
restrictions would have interfered with 
their operating efficiency. 133 

In the effort to limit the opportunity for 
improper dissemination of information, a 
broad prohibition was set up against giv- 
ing information regarding troop move- 
ments to representatives of nonmilitary 
agencies and against permitting visitors to 
go aboard troop trains. The Army de- 
clined to authorize the Association of 
American Railroads to give regular infor- 
mation to the Office of Defense Transpor- 
tation regarding troop movements, con- 
tending that this should be done only 
when a military purpose could be 
shown. 134 Representatives of foreign gov- 
ernments were denied such information, 
except certain officers who were working 
with the Combined Staff Planners. 135 
News agents, vendors of merchandise, 
and representatives of charitable organ- 
izations were not to be given advance in- 
formation regarding the arrival of special 
troop trains or to be permitted to board 
such trains, and this prohibition was 
interpreted as applying to the American 
Red Cross despite the good work it was 



doing on behalf of troop comfort and 
morale. 136 Railroads were not permitted 
to use secret or confidential trains for 
deadheading railroad personnel who were 
not performing duties on those trains. 137 

Military security as well as rapidity of 
transmission would have been improved 
if all communications regarding troop 
movements could have been sent over 
Army-controlled cryptographic teletype 
equipment. Late in 1942 the Chief of 
Transportation recommended the instal- 
lation of such connections between his 
office and all Army installations con- 
cerned with troop movements. The pro- 
posal was approved by Services of Supply 
headquarters, but not enough equipment 
could be obtained to carry it out. Private 
teletype communications were established 
only between the Traffic Control Division, 
the ports of embarkation, and the Army 
regulating stations on the transcontinen- 

131 Memo, Morris for All Routing Personnel, 7 Jun 
42, sub: Telephone Conv — Classified Troop Mvmts, 
OCT 000,72 Gen; AR 55- 130, 4 Jun 43, Changes 2, 
par. 86(1). 

132 Memo, Lasher for Gass, 13 Dec 41, OCT 080 
AAR; Memos, Gass to All RRs, 14 Dec 41, and 12 
Jan 42; Memo, Gass for Lasher, 22 Jan 42; last three 
in OCT 370.5 Secrecy; WD Cir 193, 16 Jun 42, par. 4; 
Ltr, Williamson to Western Mil Bur, 20 Jul 42, OCT 
511. 

133 1st Ind, CofT for Army Regulating Off, El Paso, 
Tex., 15 Apr 42, OCT 000.72 Gen; Memo, Traf 
Conti Div for Mvmts Div OCT, 15 Feb 43, sub: Safe- 
guarding Mil Info, OCT 370.5 Secrecy. 

114 Ltr, Gross to Eastman, ODT, 26 Apr 42, OCT 
511. 

135 The Combined Staff Planners was the commit- 
tee primarily responsible for assisting the Combined 
Chiefs of Staff in planning the strategic conduct of the 
war. It consisted of three British officers. Army, Navy, 
and Air, and four U.S. officers, Army, Navy, Army 
Air, and Navy Air. 

136 WD Cir 191, 15 Jun 42, Sec. V; Ltr, Lasher to 
MTS, 1 1 Jul 42, OCT 080 AAR; Ltr, Morris to West- 
ern Mil Bur, 1 1 Mar 44, OCT 531.7 Gen; WD Cir 
314, 26 Jul 44, Sec. VI. 

137 1st Ind, CofT for PMG, 1 Nov 43, OCT 51 1 
Rail and Motor Mvmts. 
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tal rail lines. Consequently, commercial 
teletypes and telephones were used exten- 
sively, necessitating the restriction on the 
content of messages. 138 

Although an Army regulation of Sep- 
tember 1942 appeared to favor the use of 
mixed trains, the Chief of Transportation 
did not. The inclusion of both passenger 
and freight cars in the same trains sub- 
jected the passenger equipment to hard 
treatment and necessitated more frequent 
lay-ups for repairs. Mixed trains moved 
more slowly than passenger trains, a fact 
that meant a loss of service from the pas- 
senger cars. The decision on using mixed 
trains, however, was left largely to the 
commanders of troops, and in many in- 
stances they adhered to the old doctrine 
that troops and their organic equipment 
should not be separated. The procedures 
that were developed during World War II 
for separate movements of troops and 
their impedimenta and the fact that the 
country was in no danger of invasion after 
the early weeks of the war invalidated this 
doctrine, yet the use of mixed trains con- 
tinued. 139 

When impedimenta were moved sepa- 
rately from the troops to which they per- 
tained, either in solid trains or in cars 
attached to through freight trains, the ship- 
ments were given MI (military impedi- 
menta) numbers, were moved from origin 
to destination with the least possible delay, 
and were controlled en route in the same 
manner as troop trains. Such shipments 
were exempt from the diversion orders of 
an agent of the Interstate Commerce 
Commission who had authority to reroute 
transcontinental freight traffic when he 
found this necessary to keep the principal 
railroad gateways free from congestion. 
Markings on troop equipment destined 



for oversea areas that might reveal the 
identity of the unit, its destination, or the 
ship on which it was to be transported 
were forbidden. Guards were provided for 
equipment in transit whenever the unit 
commanders considered them necessary. 140 

The close attention that the Chief of 
Transportation gave to the operation of 
troop trains and the importance that he 
attached to the observance of schedules 
and the maintenance of order and cleanli- 
ness were based on sound military princi- 
ples. The carriers sometimes felt that his 
insistence on the observance of schedules 
went beyond the point of military neces- 
sity, but unquestionably delays en route 
magnified the problems of troop train ad- 
ministration, and late arrivals were dis- 
turbing to the installations of destination. 
There were some, including military men, 
who believed that the Army’s require- 
ments of secrecy in connection with train 
movements were stricter than the circum- 
stances warranted, but the rules were 
dictated by consideration of the heavy 
cost that might result from less strict 
security measures. Within the limits of 
practicality, the Chief of Transportation 
acted on the theory that a troop train was 
a military installation pro tern, and 
should be operated with corresponding 
regard for schedules, discipline, sanita- 
tion, and security. Although the results 
often fell below his expectations, for rea- 
sons that have been stated, these standards 
were achieved in large measure. 

136 OCT HB Monograph 22, pp. 64-65. 

13S AR 55-145, 30 Sep 42, par. 16(2)(d); Interv with 
Morris, 24 May 43, OCT HB Traf Conti Div Pass; 
Morris monograph, pp. 53-54. 

130 OCT HB Monograph 22, pp. 51-57, 63; Memo, 
TAG for CG Field Forces, et at., 20 Jan 42, AG 370.5 
(12-20-41), and Memo TAG for GG Field Forces, et 
al., 28 Jan 42, AG 370.5 (1-25-42). 
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Official and Furlough Travel 
on Regular Trains 

While troops moving in special trains 
constituted the most important element 
from a military standpoint, the other types 
of Army passenger traffic added up to a 
considerable volume and involved certain 
unique problems. Chief among these 
types were military personnel and civilian 
employees traveling on War Department 
transportation requests, either as small 
groups or as individuals, and military per- 
sonnel traveling at their own expense 
while on furlough, leave, or pass. This 
traffic was handled by regular train and 
bus services, which also handled the heavy 
traffic of civilians traveling on private 
business missions or for pleasure. The 
mingling of military and civilian pas- 
sengers and the crowded conditions of the 
trains, buses, and terminals gave rise to 
many of the passenger traffic problems 
with which General Gross and his Traffic 
Control Division had to deal. 

As has been indicated, persons traveling 
on War Department transportation re- 
quests (official travel) were routed by the 
Traffic Control Division when they num- 
bered forty or more, regardless of the 
point of origin, while local Army trans- 
portation officers routed smaller groups 
and individuals traveling from their re- 
spective stations. The problems involved 
in the issuance of transportation requests 
for such traffic and the fulfillment of 
financial arrangements between the car- 
riers and the government were numerous 
and sometimes vexatious. These adminis- 
trative details are not dealt with in this 
discussion, which is confined to the strictly 
transportation aspects . 141 

The necessity of utilizing railroad 
equipment with utmost economy gave rise 



to two arrangements, mentioned earlier, 
affecting the official travel of individuals 
and small groups. At the request of the 
railroads, the Army had agreed that local 
Army transportation officers would con- 
sult local railroad representatives before 
routing parties of from fifteen to thirty- 
nine, inclusive. This procedure enabled 
the railroads not only to work out the 
routing of this considerable traffic so as to 
use their equipment to best advantage but 
also to make an equitable division of the 
business among the several rail lines. 
Upon the recommendation of the Chief of 
Transportation, local transportation of- 
ficers, in order to utilize railway cars as 
they became available and thus reduce 
deadheading, were authorized to advance 
or delay the departure of troops that they 
had routed. These arrangements com- 
plemented each other and aided the 
Army transportation officers and the rail- 
roads in their joint effort to avoid idle car 
time and wasted car space. 

Army personnel engaging accommoda- 
tions in Pullman cars were not subject to 
the usual rules regarding the reservation 
and surrender of space. For many years 
Army regulations had provided that 
transportation requests for Pullman space 
would be surrendered after boarding the 
train, rather than exchanged for tickets 
before boarding as in the case of requests 
for rail transportation. This arrangement 
was convenient for officers and enlisted 
men whose time of departure was subject 
to sudden change, but it also meant that 
reservations could be held until train time 

1,1 The administrative rules are covered in AR 55- 
1 10, 22 Jan 43, sub: Trans Requests; AR 55-1 20, 26 
Apr 43, sub: Trans of Indiv; AR 55-125, 9 Jan 43, 
sub: Sleeping Car and Similar Accommodations; ARs 
of the 35 series, 4810 through 4895. For a discussion 
of administrative problems, see OCT HB Mono- 
graphs 6, pp. 232, 259-61; 20, pp. 6, 7, 30-57. 
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and then not be used, and it permitted the 
holding of reservations on a number of 
trains simultaneously. In an effort to 
check the waste of Pullman space, the 
Office of Defense Transportation early in 
the war requested the Army and other 
federal agencies to change their proce- 
dures to conform to the rules applicable to 
the public at large. 142 

The Chief of Transportation did not 
agree to the proposal since it would have 
hampered officers in performing duties in- 
volving travel, but in September 1942 he 
entered into an agreement with the Pull- 
man Company that brought considerable 
improvement to the situation. Under this 
agreement Pullman space that had been 
reserved forty-eight hours or more in ad- 
vance was held for military passengers 
until twenty-four hours before train time, 
or it was held until train time if the reser- 
vations had been made within forty- 
eight hours of departure. To meet the 
problem encountered by officers whose 
travel orders were changed just before de- 
parture, the Pullman Company permitted 
those who had already exchanged their 
transportation requests for Pullman tickets 
to use those tickets on other trains, and 
when the tickets could not be used at all, 
refund was made. 143 

When a party of troops required only 
part of a sleeping car, the Army practice 
was to use as many lower berths as were 
required, placing two men in each lower 
berth and using upper berths only if there 
was an odd man in the party or after all 
lowers had been filled. The railroads com- 
plained that this practice was inconsid- 
erate of other passengers who might travel 
in the same car and proposed that the 
Army assign its personnel section by sec- 
tion as the Navy did, thus leaving more 
lower berths available for civilians or 



members of the other armed services. The 
Chief of Transportation rejected this pro- 
posal and the Army practice remained 
unchanged. He pointed out that the Navy 
placed only one man in a lower berth (up 
to July 1945), and that the Army’s meth- 
od of using Pullman space actually was 
the more economical. 144 

Furlough travel — a term covering the 
travel of soldiers on furlough, leave, or 
pass — created special problems because 
soldiers used the same facilities as civilians 
and because the peaks of furlough and 
civilian travel — week ends and major 
holiday periods — tended to coincide. No 
actual count of furlough tickets was made, 
but the railroads estimated that from 1 
January 1942 through 31 December 1945 
approximately 200,000,000 reduced-rate 
furlough tickets were sold to men and 
women of the armed services. 145 

Early efforts were made to hold fur- 
lough travel within limits because of the 
strain under which the carriers were 
working. Furlough travel was in competi- 
tion with official military movements for 
transportation equipment, and over- 
crowded trains were conducive to dis- 
order. Against these practical reasons for 
limiting furlough travel, the Army had to 

14 ' Concerning loss of space due to commercial and 
governmental practices, see Senate Special Commit- 
tee Investigating the National Defense Program, Third 
Annual Report (Washington, March 4, 1944), pp. 1 16- 
17. 

143 Ltr, Pullman Co. to CofT, et al., 17 Jun 42; Ltr, 
ODT to Gross, 4 Jul 42; Ltr, Lasher to Pullman Co., 
13 Jul 42; Ltr, Brig Gen Theodore H. Dillon, OCT, to 
ODT, 17 Jul 42; Ltr, Pullman Co. to OCT, 29 Sep 
42; all in OCT 531.2; AR 55-1 10, 22 Jan 43, sub: 
Trans Reqmts, par. 4 b; OCT HB Monograph 20, pp. 
32-35. 

144 AR 55-125, 9 Jan 43, par. 2c; Ltr, Lasher to 
IMC, 8 Apr 43, OCT 531.2 (AR 55-125). 

145 Ltr, Earl B. Padrick, Chm IMC, to author, 8 
Dec 50, OCT HB Traf Conti Div Pass. 
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weigh both the popular argument that men 
in training for oversea duty should be 
afforded an opportunity to visit their 
homes as often as the training schedule 
would permit and the morale value of 
such visits. 

In the fall of 1941 the prospect of heavy 
furlough travel during the Christmas holi- 
day season caused anxiety to the railroads, 
The Quartermaster General, and G-4. 
Not only had the size of the Army greatly 
increased since the preceding holiday sea- 
son, but permission had been given to 
commanding officers to authorize fur- 
loughs up to 50 percent of their enlisted 
personnel at any one time during this 
period, rather than the usual 1 5 percent. 148 
The railroads proposed among other 
things that holiday furloughs begin not 
later than 12 December; that the War De- 
partment establish schedules so as to 
spread the traffic more evenly over the en- 
tire period; that the railroads be given ad- 
vance notice of the numbers scheduled to 
move each day; and that official troop 
movements be suspended between 12 De- 
cember and 14 January, except in case of 
extreme emergency. 147 The War Depart- 
ment accepted these proposals in princi- 
ple, but the Japanese attack on our Pacific 
bases and the ensuing declarations of war 
against Japan and Germany necessitated 
a complete change of arrangements. Limi- 
tations on official troop movements could 
not be observed. Furloughs were first lim- 
ited to 25 percent of unit strength and 
then restricted to cases of emergency and 
cases where the railroads could give as- 
surance to camp commanders that official 
troop movements would not be affected. 148 

In April 1942, in order to lighten the 
pressure on the carriers over week ends, 
commanders of Army installations were 
directed to arrange so far as practicable 



for furloughs to start and end on Tuesday, 
Wednesday, or Thursday. Commanders 
were also directed to schedule furloughs 
throughout the year and to avoid concen- 
trating them in certain months. 149 The 
Christmas-New Year holiday period at 
the end of 1942 threatened to produce un- 
usually heavy travel, and explicit instruc- 
tions covering furloughs granted between 
12 December and 12 January were issued 
limiting the number to 10 percent of the 
strength of the post, camp, or station; 
passes issued for shorter periods were also 
restricted. Post commanders were in- 
structed to co-operate with local railroad 
officials in deciding how much furlough 
travel could be moved from their com- 
mands and when it could be most readily 
handled. 130 When information reached 
the Chief of Transportation that some 
commanders were not observing these in- 
structions, he sent messages to all service 
commands requesting that measures be 
taken to enforce them. The Office of De- 
fense Transportation, which had been 
deeply concerned over the prospective 
congestion at this period, reported that 
WD Cir 200, 25 Sep 41. 

147 Memo, TQMG for ACofS G-4, 16 Oct 41, sub: 
Christmas Furloughs; and subsequent correspondence 
leading up to issuance of Memo, TAG for CGs All 
Armies, et al., 7 Nov 4 1 ; all in AG 220.7 1 ( 1 2-28-39) 
AR 615-275; Memo, TAG for CGs All Armies, et al., 

4 Nov 41, sub: Curtailment of Troop Mvmts, AG 
370.5 (10-27-41); Memo, TAG for CofS GHQ, et al., 

5 Nov 41, sub: Induction of Men During Holidays, 
AG 324.71 (9-23-41); Memo, TAG for CGs Corps 
Areas, et al., 10 Nov 41, sub: Curtailment of Repl Tng, 
AG 324.71 (11-4-41). 

148 Memo, TAG for CofS GHQ, et al., 8 Dec 41, 
sub: Furlough Travel; Memo, TAG for CGs All 
Armies, et al., 24 Dec 41, sub: Curtailment of Leaves 
and Furloughs; both in AG 220.71 (12-28-39) AR 
615-275. 

148 Memo, TAG for CG AGF, et al., 30 Apr 42, 
sub: Annual Leaves, Furloughs, and Vacations, AG 
230.54 (4-24-42). 

iso M em0; Gross for Somervell, 6 Oct 42, OCT HB 
Gross Day File; WD Cir 348, 19 Oct 42, Sec. II. 
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the measures taken by the Army with 
regard to furlough travel had enabled the 
carriers to handle the seasonal traffic 
smoothly. 151 

While the holiday seasons presented the 
greatest difficulty, the Chief of Transpor- 
tation emphasized that excessive furlough 
travel was a year-round problem. In July 
1943, speaking before a service com- 
manders’ conference, General Gross 
argued against the tendency of post com- 
manders to grant furloughs every time en- 
listed men changed stations and expressed 
the view that a visit home about once 
every six months would meet morale 
needs. He also urged greater restraint in 
issuing passes to visit nearby places since 
local rail and bus services were over- 
whelmed. 152 

Simultaneously the Traffic Control Di- 
vision proposed a revision of the basic 
Army regulations on furloughs, making 
the number of furloughs and passes issued 
at any post dependent at all times on the 
availability of commercial transportation 
equipment, and requiring post com- 
manders to reduce their quotas of fur- 
loughs and passes whenever transporta- 
tion considerations dictated. Army Service 
Forces headquarters approved the revision 
as it related to passes but not with respect 
to furloughs, contending that furloughed 
Army personnel should not be penalized 
while there was no restriction on travel by 
personnel of other governmental agencies 
or by the public at large. G-l opposed 
even the limitation on passes, because it 
affected Army personnel only and because 
of the difficulty of equitable enforcement. 
The entire proposal accordingly was 
dropped. 163 Special instructions regarding 
travel during the Christmas-New Year 
holiday season were issued in the fall of 
1943, as in earlier years. 154 



Complaints regarding the inadequacy 
of transportation available to men on fur- 
lough and the crowded condition of trains 
and buses led to the introduction of a bill 
in the U.S. House of Representatives in 
June 1944 to direct the Secretary of War 
and the Secretary of the Navy to give 
priority to furlough traffic. The War De- 
partment opposed the bill on the ground 
that furlough travel would be given pre- 
cedence over organized troop movements 
regardless of the urgency of the latter. In 
placing itself on record against this meas- 
ure the War Department expressed the 
belief that arrangements recently made 
with the railroads for handling fur- 
loughees in special trains, together with 
the reduction in furlough travel resulting 
from the reduction in the number of 
soldiers remaining in the zone of interior, 
would bring about an appreciable im- 
provement in the transportation situation. 
The proposed bill was not enacted into 
law. 135 

The arrangement to move furloughees 
on special trains was an extension of a 
plan that had been in effect earlier. Under 
Army regulations a large percentage of 
the troops shipped to oversea replace- 
ment depots and ports of embarkation 
were entitled to furloughs before sailing 

151 Rads, 15 Dec 42, OCT 551.1 Furlough Fares; 
Ltr, Eastman to Gross, 1 Jan 43, OCT HB Traf Conti 
Div Pass. 

152 Remarks by Gen Gross at SvC Conf, Chicago, 
22-24 Jul 43, p. 1 13, JAGO Library. 

153 Memo, OCT for CG ASF, 17 Jul 43, sub: Regu- 
lating Furloughs, OCT HB Traf Conti Div Pass; 
Memo, Mil Pers Div ASF for CG ASF, 19 Aug 43; 
Memo, ACofS G-l for CofS USA, 29 Sep 43, sub: 
Travel on Pass; last two in AG 220.71 (12-28-39) AR 
615-275; OCT HB Monograph 20, pp. 117-18. 

154 WD Cir 215, 16 Sep 43, Sec. VI. 

155 HR 51 16, 78th Cong., 2d Sess., 23 Jun 44; Ltr, 
SW to Rep Andrew J. May, Chm House Com on Mil 
Affairs, 24 Aug 44, OCT 51 1 Priorities for Service- 
men. 
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overseas, and the transportation lines 
serving the training centers frequently 
were unable to accommodate this traffic. 
To relieve the situation, commanders of 
training centers were instructed to provide 
the men with official transportation on 
special troop trains to their new stations, 
and to allow those who would benefit by 
such an arrangement to leave the trains at 
convenient gateways and proceed to their 
homes at their own expense. When their 
furloughs were over, they returned to the 
gateways and boarded special troop trains 
for the completion of their journeys. Under 
this arrangement the furlough trip was 
shorter than it would have been if the 
soldiers had purchased furlough tickets 
from their stations to their homes and 
back again. Thus a considerable saving of 
transportation was effected and, in addi- 
tion, the men were relieved of the neces- 
sity of making long journeys on crowded 
regular trains. In the summer of 1944 this 
plan was extended so that whenever a car- 
load of men traveling on furlough tickets 
from a training center or other installation 
could be routed through the same gate- 
way, they were moved in a special car to 
the gateway, from which point they dis- 
persed to their homes. The operation was 
repeated in reverse when the men re- 
turned to their stations. 156 During the last 
half of 1944 about 216,000 troops on fur- 
lough were moved as organized groups in 
special cars, and during 1945 about 
329,000 were so transported. 157 

This method of handling furlough 
traffic, while it had definite advantages, 
required very careful administration at 
the stations from which the troops were 
moving, and gave rise to numerous com- 
plaints from the railroads. The difficulties 
arose from the fact that the number of fur- 
loughees leaving their stations by rail 



often was less than the number for which 
cars had been ordered and from the fail- 
ure of all men to return to the gateways in 
time to take the special cars that were to 
carry them back to their stations. 158 

The armed forces proposed in the sum- 
mer of 1944 that servicemen and service- 
women in uniform be allowed to pass 
through the gates at railway terminals or 
board trains in advance of civilian travel- 
ers. The primary purpose was to facilitate 
the travel of furloughees who held coach 
tickets; they had limited time for their 
journeys and often were delayed in getting 
aboard trains because of the volume of 
nonessential civilian traffic. In response to 
this proposal, the railroads stated that 
many of them already were following the 
practice at stations where there were facil- 
ities for controlling traffic and where the 
granting of preference was considered ex- 
pedient, and they did not favor the adop- 
tion of the plan as a general rule. 159 

It often happened that enlisted men 
who were entitled to a furlough before 
going overseas were without funds with 
which to purchase transportation. The 
Army Emergency Relief and the Red 
Cross had found it necessary to limit loans 
to servicemen to cases of sickness or death 

15S AR 615-275, Changes 3, 20 May 43, and 
Changes 5, 30 Sep 43; Memo, CofT for CG AGF, 3 
Jul 44, OCT 5 1 1 Furlough Travel; WD CTB 25, 10 
Aug 44; OCT HB Monograph 20. pp. 139-41. 

157 Data originally compiled by Transport Eco- 
nomics Section, Traffic Control Division, OCT, to be 
published in a statistical volume of this series, now in 
preparation. 

158 Ltr, Siddall to CofT, 1 1 Aug 44; Ltr, Morris to 
Siddall, 19 Aug 44; both in OCT 511 Furlough 
Travel; Memo, CofT for CG AGF, 29 Sep 44; Ltr, 
White to Siddall, 5 Jan 45; Memo, Gass for White, 10 
Feb 45; last three in OCT 511 Furlough or Delay En 
Route. 

158 Ltr, Armed Forces to AAR and IMC, 1 1 Aug 
44, and reply, 24 Aug 44, OCT 51 0 Trans of 1 5 or 
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at home. The Army accordingly arranged 
with the railroads and the bus lines for the 
issuance of official transportation requests 
for round-trip furlough tickets in such in- 
stances, with the understanding that the 
cost of this transportation would be 
charged against the account of the en- 
listed man and would in no case be borne 
by the government. 160 

In addition to the other measures he 
took to improve travel conditions for mili- 
tary personnel using regular trains, the 
Chief of Transportation assisted in obtain- 
ing reservations for sleepers, parlor cars, 
and reserved-seat coaches. The difficulty 
that members of the armed forces experi- 
enced in obtaining reserved space led first 
to the establishment of government reser- 
vation bureaus (GRB’s) operated by the 
railroads, and later to the establishment of 
Army reservation bureaus (ARB’s) to 
complement these special railroad offices. 

Government reservation bureaus were 
the outgrowth of an arrangement between 
the Passenger Branch in the Office of the 
Chief of Transportation and certain of the 
railroads that operated trains out of Wash- 
ington, under which a limited amount of 
space was held at the disposal of the 
branch to meet its emergency needs. The 
arrangement proved so helpful that the 
Passenger Branch proposed that it be ex- 
tended to other cities. The railroads were 
agreeable, and the approval of the Office 
of Defense Transportation was given with 
the provision that the space held by the 
railroads should be available to all of the 
armed services and also to the War Pro- 
duction Board and the Office of Price 
Administration. Organized on this basis, 
the first GRB began functioning in Wash- 
ington late in June 1942. Space was sold 
to the several government agencies in the 



order of application, and any space not 
taken up by these agencies within the time 
set by the railroads was made available to 
the public. 

Plans for the extension of this arrange- 
ment to other cities were worked out at 
meetings between representatives of the 
government agencies and the railroads in 
the fall of 1942. Recommendations for the 
establishment of additional GRB’s usually 
originated with the Passenger Branch, but 
the decision as to their actual establish- 
ment rested with a committee represent- 
ing the major rail lines. The operation of 
each bureau was the responsibility of a 
committee of local railroad representa- 
tives. The government agencies author- 
ized to use the GRB’s were required to 
designate a single office in each city 
through which all requests for reservations 
would be made. 161 The offices that the 
Army designated for this purpose became 
known as Army reservations bureaus. 162 

The scope of this activity was steadily 
increased. Although it was part of the 
original plan that reservations would be 
requested only for individuals on official 
travel and not for groups, the rule was 
modified, against considerable railroad 
opposition, to permit the ARB’s to make 
reservations for groups up to fourteen. 163 
The railroads and the Office of Defense 
Transportation also objected to the exten- 



160 OCT HB Monograph 20, pp. 145-46; WD Cir 
22, 18 Jan 45, Sec. II. 

161 OCT HB Monograph 20, pp. 83-85; Memo, 
Lasher to Wylie, 10 Nov 42, OCT 531.8 GRBs; WD 
Cir 40, 4 Feb 43, Sec. I; Standard Operating Proce- 
dure for GRBs issued by CofT, undated, OCT HB 
TZ Gen ARB. 

162 Memo, Lasher for CofT, 2 Aug 43, sub: GRB 
Status Rpt, OCT 531.2 GRBs. 
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sion of the arrangement so that the reser- 
vation bureaus could serve personnel 
traveling on furlough and leave, but even- 
tually both accepted the Army’s recom- 
mendation. The carriers also agreed to set 
aside space in their larger terminals so 
that the Army reservation bureaus located 
at Army installations in those cities could 
operate branches in locations more readily 
accessible to transient service personnel. 
At the end of hostilities the Army had 
forty-four reservation bureaus and they, 
in turn, maintained a total of forty-eight 
branches. General supervision of these 
offices was a responsibility of the Traffic 
Control Division. More detailed super- 
vision was given by the zone transporta- 
tion officers, who also negotiated with the 
railroads regarding increased allotments 
of reserved space to the government reser- 
vation bureaus in their respective terri- 
tories. 164 

The chief problem in the operation of 
Army reservation bureaus was to get the 
carriers to allocate sufficient space on 
trains to the government reservation 
bureaus to meet the military need. The 
Chief of Transportation kept pressing for 
larger allocations and some lines re- 
sponded, but others evidently were reluc- 
tant to hold back large blocks of space 
from the general public. 165 Although the 
Army emphasized that the reservation 
bureaus were operated solely as a con- 
venience to military personnel and did not 
imply any priority in favor of military 
over civilian travelers, the fact remained 
that while space was under allocation to 
the GRB’s it was not available to the 
public. On the Army’s side it could be 
pointed out that civilians could and did 
make reservations far in advance, whereas 
this frequently was not possible with mili- 
tary personnel, and that some large busi- 



ness concerns bought up blocks of space on 
important trains and never relinquished it 
even though some of the accommodations 
might not be used. 

Despite the competition for reserved 
space, the results obtained by the Army 
reservation bureaus were substantial. 
During the early months of operation the 
percentage of requests that could not be 
filled was high, reaching a peak of 13.3 
percent in August 1943, but rapid im- 
provement followed. In several later 
months the percentage of failures was as 
low as 2.1. Activities of the ARB’s from 
their inception in April 1943 through 1945 
are summarized in [Table 5.1 

The Chief of Transportation considered 
this traffic so important that in order to 
supplement the regular sleeper services he 
assigned to it a considerable number of 
the cars that had been allotted to handle 
organized troop movements. These cars 
were placed on routes where the travel of 
military personnel on official business and 
on furlough was especially heavy, and 
they were designated military sleeping 
car lines. When the need became ap- 
parent to the Traffic Control Division, the 
division requested the railroad concerned 
and the Pullman Company to study the 
situation and to arrange for the operation 
of such a line. When on days of peak 
travel the traffic exceeded the capacity of 
regular sleeper services and the military 
sleeping car line, the officer in charge of 



164 OCT HB Monograph 20, pp. 7 7-82, 85-98; 
WD Memo W 55-40-43, 24 Aug 43; WD Cir 396, 7 
Oct 44, Sec. I; WD CTB 23, 8 May 45, includes a list 
of ARB’s and their branches and the rules governing 
their operation. 

165 Ltr, Gross to Maj Gen Sanderford Jarman, 23 
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1 Jan 45, and related correspondence, OCT 531.2 
New Orleans. 



ARMY PASSENGER TRAFFIC IN THE UNITED STATES 



65 



Table 5 — Army Reservation Bureau Activity: April 1943-December 1945 



Year 


Reservations I 
Requested | 


Reservations 

Obtained 


1 

Reservations 
Not Obtained | 


Percentage 
of Failures 


1943 (April-December) 


823, 388 


753, 521 


69, 867 


8.5 


1944 


1, 754, 048 


1, 687, 369 


66, 679 


3.8 


1945 


4, 312, 524 


4, 184, 282 


128,242 


3.0 



Source Data based on Army Reservation Bureau Activity Report, received by Traffic Control Division, OCT, compiled for publication 
in a statistical volume of this series, now in preparation. 



an Army reservation bureau was author- 
ized to arrange with the carriers for the 
assignment of overflow sleeping cars. 
These also were to be taken from the mili- 
tary allotment. Since the establishment of 
military sleeping car lines meant that so 
much less equipment was available for or- 
ganized troop movements, the Traffic 
Control Division weighed very carefully 
the circumstances affecting each case. 
While these lines were intended primarily 
for military personnel for whom reserva- 
tions had been made by the ARB’s, any 
space not sold by the release time was 
made available to the public. In May 
1945 there were seventy-six such lines in 
operation. 166 

Although the Army reservation bureaus 
initially served only Army personnel, their 
services eventually were made available 
to personnel of the Navy, the Marine 
Corps, and the Coast Guard. The Navy 
also set up a number of reservation bu- 
reaus that could be used by personnel of 
all of the armed services. Toward the close 
of the war both the Army and the Navy 
reservation bureaus were advertised as 
military reservation bureaus, but in most 
places the management continued to be 
by the Army or by the Navy. Early in 
1945 the ARB’s at San Francisco, Los 
Angeles, and Seattle became joint bureaus 
and were operated under the control of 



committees representing all of the armed 
services. 167 

As soon as hostilities were over the car- 
riers undertook to terminate the operation 
of both government reservation bureaus 
and military sleeping car lines promptly. 
In this they had the support of Mr. John- 
son, Director of Defense Transportation, 
who on 4 September 1945 informed the 
armed forces that overflow sleeping cars 
would be discontinued at once, and that 
the GRB’s would be canceled on 15 Octo- 
ber “in order that sleeping cars may be 
made available for commercial use on a 
parity with government travel.” General 
Gross and his colleagues in the other 
branches of the military establishment im- 
mediately entered a protest against this 
action, pointing out that the military pop- 
ulation of the country would be large for 
many months to come and that military 
personnel returning from overseas would 
be in special need of these services. The 
protest was successful. The government 
reservation bureaus were continued, on a 
diminishing scale, until August 1946. 
While some military sleeping car lines 
were discontinued, others were inaugu- 



160 OCT HB Monograph 20, pp. 97-100; WD CTB 
23, 8 May 45, p. 12. 

167 Memo, CofT for 9th ZTO, 28 Oct 44, OCT 
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ARMY. nflVY MARINE 



SPECIAL RESERVATION BUREAU FOR MILITARY PERSONNEL in the 
station concourse, New Orleans, Louisiana. 



rated during the period of heavy demobi- 
lization. 1BS 

The number of officers passing through 
Washington to domestic and oversea as- 
signments was large, and the Chief of 
Transportation provided a complete travel 
service for their benefit. This service, 
established in November 1942, replaced 
similar services set up by The Adjutant 
General and by other agencies of the War 
Department. Operated as a section of the 
Passenger Branch, Traffic Control Divi- 
sion, the travel bureau had its main office 
in the Pentagon and a branch in the 



Munitions Building. Complementing the 
activities of the Army reservation bureau 
(formally set up in April 1943), the travel 
bureau rendered assistance in preparing 
mileage and expense vouchers, aided in 
filing applications for pay allotments and 
insurance, gave advice on obtaining 



168 Ltr, Gross to Johnson, 21 Aug 45; Ltr, Johnson 
to Gross, 4 Sep 45; Ltr. Armed Forces to Johnson, 5 
Sep 45; Ltr, Johnson to Armed Forces, 10 Sep 45; 
Memo, McIntyre for Gross, 12 Sep 45; Ltr, Johnson 
to Gross, 20 Sep 45; all in OCT HB Gross ODT; Ltr, 
IMC to Johnson, 8 Jan 46, OCT 53 1.7 Sleeping Car 
Li nes. 
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financial assistance and making wills, 
issued transportation requests upon pres- 
entation of travel orders, prepared itin- 
eraries, provided information regarding 
conditions in foreign countries, processed 
applications for passports and visas, made 
reservations for air and rail travel, and ob- 
tained hotel accommodations in other 
cities. Consolidated ticket offices main- 
tained by the rail, bus, and airlines were 
domiciled with the travel bureau. The 
bureau’s services were available to both 
the civilian and the military personnel of 
the Army, and for group as well as indi- 
vidual travel. After the war its activities 
were transferred to the Military District of 
Washington. 1 *^ 

Although the commanders of Army in- 
stallations in the zone of interior were also 
instructed to establish travel information 
booths to enable officers and enlisted men 
to complete arrangements without having 
to visit the crowded ticket offices of the 
carriers, the travel bureau established in 
Washington was unique both in size and 
in scope. The nature and extent of its prin- 
cipal activities are indicated in the follow- 
ing summary of services performed during 
the fiscal year ending 30 June 1945: 17() 



Services Number 

Military travel orders issued 19,262 

Civilian travel orders issued 4,967 

Transportation requests issued 11 6,640 

Mileage vouchers prepared 23,608 

Pullman reservations made 164,251 

Air reservations made 44,654 

Hotel reservations made 10,533 

Passports obtained 6,680 

Visas obtained 8,363 

The value of ticket sales for the fiscal year 
1945 were as follows: 171 

Railway $3,370,774 

Airline 853,884 

Bus 12,750 



The hotel reservation service performed 
by the Chief of Transportation’s travel bu- 
reau was based on an arrangement made 
with the American Hotel Association 
early in 1943 under which members of the 
Association agreed to reserve rooms, 
against letters of recommendation written 
by the travel bureau, either in their own 
hotels or in others of similar class. Travel- 
ers presented copies of these letters when 
claiming their accommodations. The suc- 
cess of the plan led to its extension to some 
of the Army reservation bureaus in the 
field. The travel bureau in Washington 
and the ARB’s made only out-of-town 
reservations. Late in the war the service 
commands set up bureaus in the princi- 
pal cities that made hotel reservations 
only in their respective localities. Then it 
was arranged that when any of the Chief 
of Transportation’s bureaus wanted to 
make reservations in cities in which there 
were service command bureaus, they 
would do so through the latter bureaus 
rather than directly with the hotels. 172 

Discipline of military personnel travel- 
ing on regular trains became a problem as 
soon as the build-up of the armed forces 
began in 1940. Train officials were reluc- 
tant to exercise the same authority over 
soldiers that they did over civilians, mili- 
tary authority was frequently lacking, and 



169 OCT HB Monograph 20, pp. 102-14; SOS 
Adm Memo 65, 9 Nov 42, sub: Discontinuance of 
Travel Assistance Functions; SOS Memo, 13 Nov 42, 
sub: New Location of Travel Offices; WD Memo 
55-45, 22 Oct 45, sub: Estab of Oversea Travel 
Office, MDW; ASF Cir 128, 24 May 46, Sec. VI. 

170 WD Gir 77, 17 Mar 43, Sec. IV; Annual Rpt, 
Traf Conti Div, FY 1945, p. 31, OCT HB Traf Conti 
Div Rpts. 

171 Ibid. 

172 OCT HB Monograph 20, pp. 114-1145; ASF 
Cir 77, 2 Mar 45, Sec. II; ASF Cir 174, 17 May 45, 
Sec. I. 
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young men temporarily relieved from the 
restraints of the military reservation were 
often guilty of rowdyism and irresponsible 
acts. Complaints made by passengers and 
train officials indicated that the excessive 
use of liquor was a contributing factor in 
many cases. The railroads therefore in- 
quired whether it was the desire of the 
Army that they refuse to sell liquor to 
service personnel. The Adjutant General 
replied in the negative, stating that dis- 
crimination against service personnel on 
public trains was undesirable and that en- 
listed men who were drunken or disorderly 
were subject to trial and punishment by 
court-martial under the Articles of War. 173 

Although the commanding officers of 
camps and other installations were di- 
rected to enforce the regulations strictly 
and to co-operate with railroad officials in 
dealing with disciplinary problems, the 
complaints against misconduct continued. 
The carriers then proposed that the Army 
place its representatives on trains carrying 
large numbers of furloughees to enforce 
discipline. The Army at first rejected this 
proposal, in part because of the lack of 
appropriations, but later accepted it when 
the railroads offered free transportation 
for such representatives. In September 
1941 station commanders were author- 
ized to designate military police to ride 
such trains when the railroads requested 
them to do so. 174 

After the United States entered the war 
and travel by servicemen on regular trains 
increased, further measures were required. 
As a first step, post commanders were 
again directed to deal vigorously with 
cases of misbehavior on trains, but the 
need for more effective control was soon 
evident. 175 The next step was to assign to 
the commanders of corps areas (later re- 
designated service commands) full respon- 
sibility for placing military police on regu- 



lar passenger trains whenever large num- 
bers of military personnel were being 
carried. 176 In the beginning this arrange- 
ment was not wholly successful because 
many of the men assigned as military po- 
lice were inadequately trained and were 
not always assigned to the trains where 
they were most needed. In November 
1942 General Marshall, the Chief of Staff, 
complained that the control of discipline 
on trains was not effective, and the Provost 
Marshal General then appointed thirty 
inspectors to make investigations through- 
out the country and to coach military po- 
lice in the proper performance of their 
duties. 177 

The effectiveness of the military police 
increased steadily after these measures 
were taken. As the reports of difficulty be- 
came less frequent some of the service 
commands, in view of the growing scarcity 
of military police, began withdrawing 
them from certain trains. In the summer 



173 Ltrs, IMC to TQMG and Other Armed Forces, 
4 Mar 40, and 29 Jun 40; Ltr, IMC for TQMG, 3 1 
Jul 40; Ltr, TAG to IMC, 5 Aug 40; all in OCT 250.1 
Misconduct of Mil Pers, Vol. I. 

174 Memo, IMC for TQMG, et al., 26 Feb 41; 
Memo, TAG to CGs Corps Areas, et al., 1 May 41, 
sub: Conduct of Mil Pers on Trains; Ltr, IMC to 
TAG, 12 May 41; Ltr, TAG to IMC, 10 Jun 41; Ltr, 
IMC to TAG, 15 Jul 4 1 ; Memo, TAG to CGs Corps 
Areas, et al., 26 Sep 41, sub: MP on Furlough Trains; 
Ltr, TAG to IMC, 4 Nov 41; all in AG 250.1 (2-26- 
4 1 )( 1 ). 

175 Memo, TAG for CG AGF, et al., 12 Apr 42, 
sub: Conduct of Mil Pers on Pub Carriers, AG 250.1 
(3-25-42). 

176 Memo, TAG for CG AGF, etc., 21 Jul 42, sub: 
Misconduct on Pub Carriers, AG 250. 1 (7-14-42); 
SOS Memo S 190-1-42, 24 Sep 42, sub: MPs Assigned 
to Pub Carriers. Concerning genera! responsibility of 
service commands for conduct of military personnel, 
see WD Cir 77, 17 Mar 43, Secs. I and III. 

177 Memos, CofS for PMG, 4 and 17 Nov 42; 
Memo PMG for CofS, 23 Nov 42; Memo, PMG for 
CGs of SvCs, 1 Dec 42; all in PMG 250. 1 ; WD Memo 
W 190-1-43, 5 Jan 43, sub: Size and Composition of 
MP Details on Carriers; WD Memo, W 190-2-43, 13 
Sep 43, sub: Assignment of MPs to Extra Sections; 
ASF Cir 224. 18 Jul 44, Sec. III. 
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of 1943 the railroads protested vigorously 
against this action and the Chief of Trans- 
portation supported their position. As a 
result, ASF headquarters reminded the 
service commands of their responsibilities 
and directed them not to withdraw mili- 
tary police from trains unless a careful 
survey showed their services were not 
needed. 178 

In addition to quelling disturbances and 
performing other duties of a disciplinary 
nature, military police checked the papers 
of each soldier to make sure that he was 
traveling with proper authority and that 
he was on the right train. At the end of 
July 1945, out of a total of 10,640 military 
police engaged in the enforcement of dis- 
cipline in the United States, 3,401 were 
policing railroad stations and trains . 179 

In the early months of the war the 
Army’s military policemen and the Navy’s 
shore patrolmen devoted their attention 
entirely to men of their respective services. 
Later, under an agreement made in 1942, 
they were authorized to take corrective 
measures against servicemen of any of the 
armed services when their actions were 
reprehensible. Military police and mem- 
bers of the shore patrol frequently served 
on joint missions. 180 One disadvantage of 
the joint patrols, as the Provost Marshal 
General pointed out, was that shore pa- 
trolmen were all petty officers while only 
a small proportion of the military police 
held comparable grades. 181 

The matter of serving liquor to Army 
personnel on regular trains came up re- 
currently. The railroads desired a definite 
statement of policy from the Army, and 
the Army apparently hesitated to take a 
positive stand. Eventually, in September 
1943, the railroads were informed that re- 
sponsibility for this matter had been 
assigned to the Chief of Transportation 
and that certain steps had been decided 



on. Railroad employees were requested to 
refuse to sell liquor to soldiers whose ac- 
tions indicated that an additional drink 
might result in disorderly conduct. The 
serving of liquor in dining cars was to be 
stopped whenever such sale interfered 
with the expeditious serving of meals. At 
the same time the extensive conversion of 
lounge and club cars into coaches already 
had greatly reduced the opportunity for 
soldiers to obtain liquor on the trains. 182 
The policy was therefore one of regulation 
rather than of prohibition. 

Transportation of members of the 
Women’s Army Corps (WAC) and en- 
listed men in separate cars was favored by 
WAC headquarters. The Chief of Trans- 
portation agreed that this should be done 
when practicable but pointed out that 
complete segregation could not be assured 
in view of the shortage of railway equip- 
ment. Segregation was easily accomplished 
when enough servicewomen to fill a car 
were traveling, but when smaller groups 
were involved they were often placed in 
the same cars with servicemen to avoid 
wasting space. This procedure was in 
keeping with the commercial practice, and 
no unusual difficulties were experienced. 
Each group of Wacs had a leader with 
disciplinary responsibilities, as did the 
enlisted men. 183 



,7K Memo, ASF Hq for CGs of SvCs, 2 Sep 43, OCT 
531.7 MP on Trains. 

1 ™ PMGO monograph, Military Policy Division, 
Provost Marshal General’s Office, 1 Sep 45, p. 44, 
OCMH; WD press release, 7 Nov 46. 

1SIJ WD Cir 380, 24 Nov 42. 

181 PMGO monograph, cited n. 179. 

182 Ltr, Wylie to Siddall, Western Mil Bur, 15 Sep 
43, and preceding correspondence in OCT 531.7 Sale 
of Liquor on Trains. 

18 ‘ Memo, CofT for CG ASF, 1 7 Dec 43; WD Cir 
154, 18 Apr 44, Sec. Ill; Memo, CofT for CG 7th 
SvC, 19Jun45;all in OCT 511 Mixed Groups of En- 
listed Men and Women; Interv with Morris, 26 Jun 
50, OCT HB Tral' Conti Div Pass. 
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The problems that arose when military 
personnel used regular transportation serv- 
ices were different from those encountered 
when they moved by special troop train, 
and in some respects they were more diffi- 
cult to handle. The sources of difficulty 
were the mingling of civilians and soldiers, 
the overcrowding of trains and buses, and 
the lack of military control over the facili- 
ties and of command authority over the 
men. The Chief of Transportation did 
much to relieve the uncertainties and in- 
conveniences of travel by providing the 
reservation bureaus, the military sleeping 
car lines, and through other measures. As 
to discipline, such measures were taken as 
were considered feasible and the situation 
improved, but it never became wholly 
satisfactory. The need for military police 
on all trains carrying substantial numbers 
of servicemen was clearly demonstrated. 

Movement of Patients 

In moving patients, as in moving troops, 
all suitable means of transportation were 
used — the railways, air transport, and 
motor ambulances . 184 The employment of 
aircraft developed gradually and ambu- 
lances were used chiefly for short hauls, so 
that the railways were the major factor. 
It was with the rail movements that the 
Transportation Corps was primarily con- 
cerned. 

In peacetime the small numbers of 
patients that had to be moved by rail were 
transported by regular train service using 
sleepers, parlor cars, or coaches according 
to the condition of the patients and the 
length of the journeys. During the war the 
Army found it advisable to build up a fleet 
of specially constructed hospital cars to 
handle the rapidly growing traffic, partic- 
ularly the more serious cases, but the rail- 



roads’ regular services and equipment still 
were required. 

Movements of patients fell into two 
general categories. In the first category 
were movements of patients being trans- 
ferred to or between medical facilities in 
the zone of interior. Such movements 
were regulated by The Surgeon General, 
who took into account the medical needs 
of the patients and bed vacancies in the 
respective hospitals. In the second category 
were movements from the water ports and 
aerial ports where patients were landed 
after evacuation from the oversea theaters. 
These movements followed a prearranged 
pattern. In general, they were governed 
by bed credits that the ports held at so- 
called debarkation hospitals located near 
the seaboard. Usually the patients re- 
mained at the debarkation hospitals only 
a few days pending determination of the 
institutions to which they would be sent 
for further treatment or for convalescence. 
While there was a certain amount of traffic 
involving patients stationed in the zone of 
interior, the heavier movements resulted 
from oversea evacuations, and the volume 
was therefore on an ascending scale 
throughout the war, reaching its peak soon 
after the German surrender when evacu- 
ation from the European theater was being 
pressed. 

Close collaboration obviously was nec- 
essary between The Surgeon General, who 
controlled the direction of the traffic and 
supervised the medical services rendered 
en route, and the Chief of Transportation, 
who had over-all responsibility for provid- 
ing the means of transportation. General 

See Clarence McKittrick Smith, The Medical De- 
partment: Hospitalization and Evacuation, ^ one of Interior, 
UNITED STATES ARMY IN WORLD WAR II 
(Washington, 1956), Chs. XIX-XXIV, for a detailed 
discussion of the handling of patients, including their 
transportation. 
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Table 6 — Operations of Army Hospital Cars and Medical Kitchen Cars: 1944-1946 



Type 


1944 


1945 


1946 


Hospital Cars 








Smallest Number in Service 

Largest Number in Operation 

Car-Miles in Service 

Deadhead Car-Miles 


111 

129 

4, 089, 666 
3, 162, 388 


134 

320 

13,116,094 
8, 391, 457 


100 

241 

2, 775, 330 
1,959,931 


Medical Kitchen Cars 








Smallest Number in Service 

Largest Number in Service 

Car-Miles in Service 


1 

40 

1,434, 124 


38 

60 

3,514,057 


18 

45 

518,906 



Sour*/.* Records of Passenger Branch, Traffic Control Division, OCT; monthly data from these records will be published in a statistical 
volume of this series, now in preparation. 



co-ordination was provided by the Hospi- 
talization and Evacuation Branch of ASF 
headquarters, but that was not enough; 
direct collaboration was necessary on the 
many details relating to the proper move- 
ment and adequate care of patients. This 
was undertaken in the beginning through 
the assignment of a medical liaison officer 
to the Chief of Transportation, and later 
by the attachment of a medical regulating 
unit to the Chief of Transportation’s Move- 
ments Division. This unit dealt with the 
movement of patients from the theaters 
and their handling at the ports, as well as 
with their subsequent transportation 
inland. 185 

Although the war found the Army 
without any definite plans for the develop- 
ment of a fleet of hospital cars, 320 such 
cars were acquired gradually for operation 
in the zone of interior. 186 Of these, 120 
were former Pullman sleepers and lounge 
cars that had been converted to hospital 
cars with thirty-two berths arranged in 
two tiers. The remaining 200 had been 
designed and built as hospital cars with 



accommodations for thirty-six persons in 
three-tier berths. All cars had large side 
doors to facilitate the handling of litter 
patients. Some cars that were acquired 
early in the war did not at first have 
kitchen facilities, but later all were 
equipped with buffet kitchens. Air condi- 
tioning was not installed in some of the 
earlier acquisitions, but eventually it was 
provided for the entire fleet. The Army 
also built sixty medical kitchen cars, 
which were of simplified design similar to 
the troop kitchen cars but especially 
equipped for feeding patients. The medi- 
cal kitchen cars were needed principally 
for use in connection with moving patients 
in regular sleeping cars and coaches, be- 
cause such cars had no kitchen equipment. 
Summary data regarding the operation of 
the hospital cars and medical kitchen cars 
during 1944, 1945, and 1946 are given in 
Table 6. 



185 The medical regulating unit will be discussed in 
connection with evacuation by water. See below, p. 

” On the build-up of this fleet, see Wardlow, op. 
<rt., |pp. 38a-OT~j 




NEW SELF-CONTAINED ARMY HOSPITAL CAR. Three-tier berths accommodat- 
ing thirty- six patients (above); the kitchen (below). 
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Since hospital cars served as both 
medical facilities and transportation facil- 
ities and were staffed and supplied by the 
Army, responsibility for their construction, 
maintenance, and operation was divided 
among several Army agencies. These re- 
sponsibilities were worked out after the 
United States entered the war, and for a 
time the division of authority was not en- 
tirely clear. But by the time the movement 
of patients became heavy, responsibilities 
had been clarified. 187 The Surgeon Gen- 
eral and the Chief of Transportation col- 
laborated in establishing car designs that 
would meet both medical and transporta- 
tion requirements. The Chief of Transpor- 
tation supervised the maintenance of the 
cars as railroad equipment — such mainte- 
nance was provided by the railroads — 
assigned them to the service commands in 
accordance with the requirements of the 
respective areas, made general arrange- 
ments with the carriers for the movement 
of the cars over their lines, and in certain 
cases provided routings. The Surgeon 
General supervised the maintenance of 
the medical equipment and the staffing of 
the cars with medical personnel. The serv- 
ice commands were directly responsible 
for staffing, supplying, and cleaning the 
cars and for their assignment to load at 
ports of embarkation and hospitals in ac- 
cordance with the number of patients to 
be moved from the respective installations. 

The Army policy was to move as many 
patients as possible in hospital cars, since 
they were more satisfactory from the 
standpoint of facilities than regular pas- 
senger equipment and the latter was sorely 
needed for civilian and troop traffic. It 
was necessary, nevertheless, to call on the 
carriers for many sleepers for litter pa- 
tients and their attendants as well as for 
parlor cars and coaches to accommodate 



ambulant patients. Because The Surgeon 
General desired that litter patients be 
moved in air-conditioned cars, the sleepers 
assigned to this traffic were mostly of the 
standard type rather than tourist-class 
cars. The special Army troop sleepers were 
not used for patients because of the lack of 
air conditioning and other refinements. 188 

In the early part of the war the Ghief of 
Transportation had less control over the 
routing of movements of patients and the 
ordering of equipment from the railroads 
than he had over troop movements, but 
his control increased as the war progressed. 
Under instructions issued by SOS head- 
quarters in the summer of 1942, the service 
commands were authorized to deal directly 
with the railroads regarding sleepers, 
coaches, and dining cars for the transfer 
of patients, as well as routings, when the 
movements were wholly within their terri- 
torial jurisdictions. 189 This procedure con- 
tinued until June 1943, when it was 
changed to conform to the policy already 
in effect for other traffic — groups of forty 
or more would be moved under arrange- 
ments made by the Chief of Transporta- 
tion. 190 In the spring of 1945 in anticipa- 
tion of heavy patient traffic at the end of 
the war in Europe and the consequent 
desirability of consolidating movements as 
much as possible in order to conserve rail 
equipment, the Chief of Transportation 

,S7 SOS Pamphlet, Military Hospitalization and 
Evacuation of Patients, 15 Sep 42, in OCT HB Rail 
Div Hosp Cars; WD Cir 316,6 Dec 43. 

is* Morris monograph, p. 56; Memo, SG for CofT, 
6 Dec 43; Memo, CofT for GAO, l Oct 45, par. 6; 
last two in OCT 531.4 Hosp Train. 

18a Memo, CG SOS for CGs SvCs, 26 Aug 42, sub: 
Control of Hosp Trains, par. 4, OCT 531.4 Hosp 
Trains; SOS Pamphlet, Military Hospitalization and 
Evacuation of Patients, cited n. 187. 

190 AR 55-130, 28 Dec 42, par. 8 b. and Changes 2, 4 
Jun 43. 
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requested authority to control all move- 
ments involving fifteen or more patients 
and attendants. This authority was 
granted in June 1945. Smaller movements 
were arranged for by local transportation 
officers through representatives of the rail- 
roads attached to their installations. 191 

The Chief of Transportation also in- 
creased his control over the utilization of 
Army hospital cars as the patient traffic 
became heavier. Because of his close con- 
tacts with The Surgeon General and the 
railroads, as well as his control over rout- 
ings, he was able to avoid deadheading 
and other uneconomical practices much 
more effectively than the service com- 
mands. Consequently, early in 1944 the 
Chief of Transportation’s Traffic Control 
Division began to assign hospital cars to 
specific movements, request railroad 
equipment for integration into hospital 
trains, establish schedules, and determine 
what stopovers and diversions could be 
made en route. Similar supervision was 
exercised over the employment of the 
medical kitchen cars. In December 1943, 
with this increased control in prospect, the 
Passenger Branch had established an 
evacuation unit to deal exclusively with 
the movement of patients. This unit was 
responsible for advance planning as well 
as day-to-day operations. 192 

The evacuation unit kept each move- 
ment of patients under observation and 
complained to the railroads whenever 
their services did not appear satisfactory. 
It emphasized the importance of the 
smooth handling of hospital trains and 
cars and requested that buffer cars always 
be placed between locomotives and cars 
occupied by patients. 193 The apparent in- 
clination of some lines to handle hospital 
movements “at their leisure,” with result- 



ing poor connections at junction points 
and long delays for the patients, was 
strongly criticized. 194 As in the case of 
complaints regarding troop trains, the 
Military Transportation Section trans- 
mitted the reported failures to the individ- 
ual rail lines and eventually relayed the 
lines’ explanations to the Chief of Trans- 
portation. 

Despite the effort to move patients in 
groups of a carload or greater, it frequently 
was not possible to do so, and arrange- 
ments for the transportation of individuals 
and small groups on regular trains were 
necessary. Although such arrangements 
were made by the local transportation 
officers, the Chief of Transportation used 
his close relations with the railroads to 
insure prompt handling. The principal 
problem was to obtain accommodations 
without delay. Patients traveling on regu- 
lar trains usually required room space, 
and such space generally was sold or 
reserved far in advance. Sometimes trav- 
elers who held space could be persuaded 
to relinquish it in favor of patients whose 
cases were urgent, but this was not always 
true. The railroads were requested, and 
they agreed, to have such situations re- 
ferred to their general passenger offices, 

m vvD Qi r 234 , 1 2 Jun 44; Ltr, Morris to IMC, 2 
Aug 44, and reply, 3 1 Aug 44, OCT 511; WD Cir 
405, 14 Oct 44; Ltr, IMC to CofT, 9 Feb 45; Memo, 
CofT for SG, 14 Feb 45, sub: Routing Hosp Train 
Travel, par. 3; last two in OCT 531.4 Hosp Cars; 
Memo, CofT for ACofS G-4, 16 May 45, OCT 511 
(AR 55-130); WD Cir 177, 15Jun 45, Sec. II. 

192 Rpt, Traf Conti Div, FY 1944, pp. 23-24, OCT 
HB Traf Conti Div Rpts; ASF Cir 328, 30 Sep 44, 
Sec. VIII. 

193 Ltr, Morris to MTS, 13 Nov 44; Ltr, AAR to 
Morris, 20 Nov 44, and atchd instruction to RRs; both 
in OCT 5 10 Patients. 

194 See Memos, White to MTS, 21 Apr 45, OCT 
531.4 Hospital, and 9 Aug 45, OCT 51 1 Starke Gen 
Hosp. 
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which usually held some accommodations 
in reserve. Unfortunately, this procedure 
did not fully meet the need. The next step 
was a more formal arrangement between 
the Army and the railroads under which 
Class I patients — those requiring immedi- 
ate transportation — were certified in writ- 
ing by the responsible medical officers and 
the carriers designated special officers to 
deal with these cases. 195 

In June 1944 the Office of Defense 
Transportation, recognizing the difficul- 
ties of the situation, requested the Inter- 
state Commerce Commission (ICC) to 
direct the carriers to cancel reservations 
and, if necessary, to require regular pas- 
sengers to vacate accommodations that 
were needed for patients of the armed 
forces and the merchant marine. 196 The 
ICC service order that was issued in re- 
sponse to this request specifically named 
the railroad passenger agents and the 
train conductors concerned with each case 
as its agents for enforcing the priority 
arrangement. The Chief of Transportation 
refused to recognize a narrow interpreta- 
tion of this order and maintained that, 
when the necessity of evicting regular pas- 
sengers was certified by an authorized 
Army officer, all agents of the carriers, 
including the Military Transportation 
Section, were obligated to take any action 
within their competence to obtain the 
desired accommodations. 197 Both the 
Chief of Transportation and the railroads 
agreed, however, that eviction should be 
resorted to only when other means of 
accommodating patients had failed, and 
in practice such evictions were rarely 
necessary. 

Providing meals for patients traveling on 
regular trains was a problem for the rail- 



roads from the beginning of heavy move- 
ments. One of the reasons was that there 
were not sufficient dining cars for all such 
trains. When large movements were 
started from ports and general hospitals 
in hospital trains, dining cars — or medical 
kitchen cars after they became available — 
were assigned, but frequently these trains 
were broken up en route and the cars 
bearing patients were attached to a num- 
ber of regular trains for the onward jour- 
ney. If the regular trains did not custom- 
arily carry diners, the railroads were 
confronted with two alternatives: they 
could attach special diners, which was dif- 
ficult because of their scarcity, or they 
could serve box meals, which The Surgeon 
General did not consider satisfactory for 
patients. 198 

In trying to solve the problem, the 
railroads requested the Chief of Transpor- 
tation to notify them at the time hospital 
movements were routed of the specific 
trains for which they would be expected 
to provide diningcars. The Chief of Trans- 
portation did not feel that this was neces- 
sary and took the position that, when a 
route had been established showing the 
initial, intermediate, and terminal carriers, 
he had done all that he reasonably could 
to forewarn the railroads, and that the 
responsibility for meeting dining car re- 



195 WD Cir 234, 12 Jun 44; WD Cir 405, 14 Oct 
44; OCT HB Monograph 20, pp. 63-67. 

188 ODT, Civilian War Transport, p. 84; Ltr, ODT 
to CofT, 19 Jun 44, and reply, 20 Jun 44, OCT HB 
Traf Conti Div Pass; ICC Sv Order 213, effective 27 
Jun 44; WD Cir 405, 14 Oct 44, par. 5, 

197 Memo, Gass for Morris, 7 Oct 44, and reply, 10 
Oct 44, OCT 510 Patients. 

198 Memo, MTS for McIntyre, OCT, 7 Apr 44, 
OCT 453.9 Hosp Cars; Memo, IMC for CofT, 18 
Sep 44, and reply, 27 Sep 44, OCT 531.7 Train 
Service. 
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quirements then rested with the carriers. 
It was the consideration of this problem, 
as well as the preference for meals pre- 
pared under medical supervision over 
those served from regular dining cars, that 
led to the inclusion of buffet kitchens in 
the 200 new hospital cars built by the 
Army and the eventual installation of 
buffet kitchens in the converted cars. 199 

Hospital cars and hospital trains were 
staffed by the service commands to which 
they were assigned, and the instructions 
regarding the composition and responsibil- 
ities of the medical staffs were issued by 
those commands, subject to the approval 
of The Surgeon General. 200 A senior med- 
ical officer, who had over-all responsibility 
for administration, messing, discipline, 
sanitation, and care of patients, was in 
charge of each hospital train. The grades 
and numbers of medical personnel on 
hospital cars moving in regular train serv- 
ice depended on the type of patients and 
the length of the journey. Close co-ordina- 
tion obviously was necessary between the 
service command personnel and the Medi- 
cal Corps and Transportation Corps offi- 
cers in Washington and at the ports who 
were concerned with the movement of 
patients. In anticipation of heavy evacu- 
ation from overseas, meetings of such offi- 
cers were held on the east and west coasts 
in 1945 to discuss problems and to review 
and refine the procedures. 201 

Data are available only for patients 
routed by the Office of the Chief of Trans- 
portation. Throughout the war individ- 
uals and small groups were routed locally, 
and during the early part of the war some 
larger groups were so routed. The first 
recorded routings by the OCT were for 
the month of December 1942, when the 
groups totaled 375 patients and attend- 



ants. During the next four years the totals 
were as follows: 202 

Patients and 

Year A ttendants 

1943 85,705 

1944 165,121 

1945 440,864 

1946 50,767 

The peak month was May 1945, when 
concentrated efforts were being made to 
evacuate the sick and wounded from the 
European theater, and in that month 
more than 58,000 patients and attendants 
were routed by rail. 

The demand for cars to transport pa- 
tients was heavy not only because of the 
number of patients to be moved but also 
because of the length of the journeys. The 
long trips resulted from the necessity of 
sending patients to distant hospitals for 
specialized treatment and the policy of 
placing patients in hospitals as near their 
homes as possible. Patients landed at west 
coast ports were likely to make especially 
long trips because the majority of the hos- 
pitals were in the east. In planning patient 
movements and the utilization of hospital 
cars, The Surgeon General and the Chief 
of Transportation naturally gave atten- 
tion to shortening the trips whenever pos- 

199 WD Cir 480, 22 Dec 44, Sec. I, gave compre- 
hensive instructions regarding subsistence on Army 
hospital cars and trains. 

See Ltr, Col Edgar S. Linthicum, 1st SvC, to Col 
Harry D. Offutt, SGO, 22 Jul 43, and atchd SOP, 
OCT 531.4 Hospital. 

201 Hospital Train Conf, Miller Field, New York, 
15-18 Feb 45; Hospital Train Unit Commanders 
Conf, San Francisco, Calif., 10-13 July 45; both in 
Hist Div SGO. During repatriation Navy patients 
were transported in Army hospital cars in emergen- 
cies, and railroad cars with Navy patients were at- 
tached to Army hospital trains. For procedures, see 
ASF Cir 441, 1 1 Dec 45, Sec. V. 

2 02 Data from reports prepared by Transport Eco- 
nomics Section, Traffic Control Division, OCT, com- 
piled for publication in a statistical volume of this 
series, now in preparation. 
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sible and reducing deadhead mileage. 
Incident to the study of the transportation 
of patients from the ports to hospitals of 
definitive treatment during the latter part 
of the war, the following data were com- 
piled on the utilization of rail equipment 
in such movements: 1203 





Average Miles 


Number of 
Round Trips 
Per Car 


Debarkation Port 


Per Trip 


Per Month 


Boston 


1,175 


3.4 


New York 


1,058 


4.0 


Hampton Roads 


1.105 


3.6 


Charleston 


1,145 


3.5 


Los Angeles 


2,320 


1.7 


San Francisco 


2.409 


1.7 


Seattle 


2,630 


1.5 



In reviewing the Army’s experience 
with the movement of patients by rail 
during the war, two facts are noteworthy 
from the standpoint of the Chief of Trans- 
portation. First, although such movements 
were accomplished without serious delay 
or inconvenience, the situation would 
have been improved by earlier decision as 
to the number of hospital cars to be pro- 
cured. The Pullman cars used when hos- 
pital cars were not available were not as 
satisfactory as the hospital cars from the 
medical standpoint, and they had to be 
taken out of other services where they 
were constantly needed. The last 100 hos- 
pital cars were not ordered until January 
1945, and some of them had not yet en- 
tered service when the war ended. The 
delay was occasioned chiefly by the diffi- 
culty of estimating the extent of battle 
casualties and the incidence of disease in 
a war being waged in many widely scat- 
tered areas and under a great variety of 
conditions. Uncertainty concerning the 
evacuation policy on removal of patients 
from the theaters to the zone of interior 
was another factor in the delay. Second, 



the original plan of delegating a large 
measure of authority to the service com- 
mands for routing groups of patients and 
for utilizing hospital cars and regular rail- 
road equipment proved unsatisfactory. 
The Chief of Transportation’s authority in 
these matters was therefore considerably 
broadened as the traffic became heavier. 
Thus the experience with the movement 
of patients confirmed the position that the 
Chief of Transportation had consistently 
taken with respect to troop movements — 
that centralized control was necessary in 
order to obtain the most efficient utiliza- 
tion of equipment and a proper distribu- 
tion of traffic. 

Prisoners of War and Enemy Aliens 

The transportation of more than 400,- 
000 prisoners of war (POW’s), evacuated 
from the theaters to the zone of interior, 
was an unwelcome responsibility added to 
those already resting on the Chief of 
Transportation and the railroads. This 
traffic was difficult to handle not only be- 
cause of the over-all shortage of passenger 
equipment, but because security require- 
ments dictated that prisoners of war be 
removed from the seaboard areas as 
promptly as possible; ship arrivals could 
not be predicted precisely; advance infor- 
mation regarding the size and composi- 
tion of POW shipments was sometimes 
inadequate or inaccurate; the railway cars 
used for handling this traffic had to be 
specially prepared for the purpose; and 
the internment camps were scattered 
throughout the country. When large 

- 01 History, Medical Liaison Office to OCT and 
Medical Regulating Service SGO, section on hospital 
trains, in OCT HB Mvmts Div Med Reg Sv, cited 
hereafter as Hist Med Liaison Off. The period to 
which the data apply is not stated, but the context 
indicates the latter part of the war. 
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groups of prisoners of war arrived at U.S. 
ports, the railroads were hard put to meet 
the requirements for equipment in addi- 
tion to the other demands regularly made 
on them, and it was sometimes necessary 
to delay other military movements of low 
priority in order to move prisoners of war 
to internment camps without delay. 201 

Prisoners of war received in the United 
States were mostly Germans and Italians 
captured in North Africa and in Europe. 
At the end of May 1945 there were 371,- 
000 Germans and 50,000 Italians in our 
internment camps, while at the end of the 
hostilities in the Pacific there were only 
5,400 Japanese prisoners of war in the 
United States. 205 The burden, therefore, 
fell largely upon the eastern ports and the 
eastern rail lines. In 1943, when the han- 
dling of POW’s from the Mediterranean 
was adversely affecting military move- 
ments along the Atlantic seaboard, the 
War Department considered the advis- 
ability of setting up staging areas near the 
ports for the temporary detention of new 
arrivals, in order that the flow from the 
ports to the internment camps might be 
leveled off and the carriers relieved of the 
necessity of assigning so much equipment 
to this traffic at one time. The inadvis- 
ability of holding prisoners in heavily 
populated seaboard areas argued against 
the proposal, and sufficient success was 
achieved in co-ordinating the water and 
the land movements to cause the project 
to be dropped. 206 

The railroads still found this a difficult 
and undesirable traffic. In the fall of 1944, 
after wrestling with the problem for more 
than a year and with heavy additional 
shipments from Europe in prospect, the 
Association of American Railroads recom- 
mended that no further prisoners of war 
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be brought to the United States. In re- 
sponse, General Gross was able to inform 
the AAR that the Army already had in- 
structed the European theater to that 
effect. 207 

The restraint was only temporary, how- 
ever, for in the spring of 1945 further 
large shipments of German prisoners were 
received. In the beginning the purpose of 
removing prisoners of war from the thea- 
ters was to relieve the theater commanders 
of the burden of housing, feeding, and 
guarding them, and this argument re- 
mained a strong one from the theater 
standpoint. As the war progressed, the 
growing labor shortage in the United 
States and the success with which POW’s 
were being employed in industry and 
agriculture created another persuasive 
argument for bringing captured Germans 
to the zone of interior. 

From the time prisoners of war were 
placed aboard trains at the ports where 
they landed they were in the custody of 
the Provost Marshal General. His office 
and that of the Chief of Transportation 
kept in close touch regarding prospective 
arrivals at the ports and subsequent trans- 
fers. In matters affecting the inland trans- 
portation, internment, and employment 
of POW’s, the Provost Marshal General’s 
authority was largely delegated to the 
service commands. When groups of forty 
or more were to be transferred from ports 
or internment camps, the service com- 



204 Memo, Gass For Morris, 2 Sep 43, OCT 5 1 1 Rail 
and Motor Mvmts. 

205 PMGO monograph, Prisoner of War Opera- 
tions, Feb 46, pp. 31-35, copy in OCMH. This mono- 
graph covers many aspects of the subject that cannot 
be treated here. 

208 Ltr, SW to SN, 27 Sep 43, OSW 453 (9-8-43)(l). 

207 Ltr, Buford to Gross, 30 Oct 44, and reply, I 
Nov 44, OCT HB Gross Rail. 
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mands passed this information to the 
Chief of Transportation, who arranged for 
the railroads to execute the movements. 
When smaller groups were transferred, 
the transportation arrangements were 
made by the commanders of the ports or 
the internment camps from which the 
movements started. The service command 
in which a movement originated was re- 
sponsible for providing escorts, mess per- 
sonnel, and medical attendants, as well as 
for furnishing the supplies required by the 
prisoners en route. 208 

The utmost effort was made to move 
prisoners of war in special trains and spe- 
cial cars, rather than in regular train serv- 
ice where they might be brought in con- 
tact with the public. It frequently hap- 
pened that this was not possible because 
of the wide distribution of the internment 
camps. At the end of August 1945 there 
were about 155 base camps and over 500 
branch camps for prisoners of war located 
in forty-five states. The dispersion of 
camps was necessary to serve the many 
areas in which POW labor was used. 
Transfers between camps were numerous 
because of fluctuations in the demand for 
this type of labor, particularly the season- 
al demand for agricultural workers. 
Under an agreement between the War 
Department and the War Manpower 
Commission, all requests for the assign- 
ment of POW’s to industrial or agricul- 
tural employment were channeled through 
the War Manpower Commission, which 
had a broad view of the labor situation 
throughout the nation. 209 

As with other types of passenger traffic, 
data are not available for prisoner-of-war 
movements routed in the field but only for 
groups for which transportation arrange- 
ments were made by the Traffic Control 



Division in the Office of the Chief of 
Transportation. From the time when 
prisoners began arriving in the United 
States from North Africa until the bulk of 
the repatriation movement was accom- 
plished, the annual totals of POW’s and 
guards routed by the division were as 
follows: 210 

Year PO W’s and Guards 

1942 (December only) 1,975 

1943 ’ 216,651 

1944 487,270 

1945 546,052 

1946 (Seven months) 378,298 

Prisoners of war were transported in 
the lowest-class transportation available — 
that is, coaches — except in certain cases. 
Generals were furnished accommodations 
in sleepers or parlor cars upon request of 
the Provost Marshal General to the serv- 
ice command making the transfer. Prison- 
ers who were physically or mentally 
disabled were moved in sleepers or hospi- 
tal cars. When it was more economical, 
because of the smallness of the group, to 
move prisoners of war in regular train 
service than to engage a special coach, 
they were accommodated in enclosed 
space (compartment, drawing room, and 
so forth) so that they could be more readi- 
ly guarded. 211 When sleepers were re- 
quired in special POW trains, tourist-class 
cars or troop sleepers were used; in regu- 



208 For summary of responsibilities, see ASF Memo 
S 580-1-43, 13 Jul 43, sub: SOP for Transfer of POW; 
see also instructions from the Provost Marshal Gen- 
eral to the service commands regarding numerous 
transfers in OCT 383.6 (1943) . 

209 pMGO monograph, cited ln. 2051 pp. 59, 102. 

210 Data from reports prepared by Transport Eco- 
nomics Section, Traffic Control Division, OCT, com- 
piled for a statistical volume of this series, now in 
preparation. 

2,1 WD Cir 471, 15 Dec 44; WD Cir 222, 23 Jul 45. 
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lar trains they might be standard, tourist, 
or troop sleepers. When a special car for 
prisoners of war was included in a regular 
train, it was placed ahead of other cars so 
that there would be no contact between 
prisoners and other passengers. 

The coaches in which prisoners of war 
were transported were specially prepared 
for this service by the railroads in accord- 
ance with instructions issued by the War 
Department.- 12 Such cars were to contain 
no partitions that would obstruct the view 
of the guard in one vestibule to the guard 
in the vestibule at the other end. The 
doors of washrooms and other enclosures 
were to be removed, and windows were to 
be blocked to prevent their being open 
more than eight inches. 211 Cabinets con- 
taining fire-fighting equipment were to be 
covered. As further safeguards the officers 
arranging transfers were directed to notify 
the railroads that the movements should 
be expedited in every way possible, and 
the railroads were requested to notify the 
train commanders in advance of any 
known or probable stops. The Chief of 
Transportation consummated agreements 
with the carriers covering charges for the 
preparation and restoration of cars for the 
transfer of POW’s and charges for trans- 
portation and sleeping car accommoda- 
tions. 214 Specially prepared cars were not 
required for the transfer of captured 
Italians who had volunteered to join 
Italian Service Units and hence had 
acquired a special status. 215 

Despite the effort made to consolidate 
small movements of prisoners of war into 
carloads so as to avoid the use of enclosed 
spaces in regular cars, there was public 
criticism of any use of superior accommo- 
dations for such passengers. In July 1945, 
following a much publicized incident in 



which U.S. soldiers making a long trip in 
coaches were reported to have passed a 
sleeper in which prisoners of war were ac- 
commodated, Army Service Forces head- 
quarters issued instructions that thereafter 
the transportation of prisoners of war 
would be confined to day coaches, except 
in the case of litter patients, and that 
motor transportation should be used to 
transport prisoners within service com- 
mands to permit consolidation of small 
movements into carload shipments. 216 

The Army arranged for some move- 
ments of enemy aliens — that is, citizens of 
enemy countries residing in the United 
States when the war began— but they 
were not extensive. The largest movement 
of that nature was the evacuation of per- 
sons of Japanese ancestry from strategic 
areas on the Pacific coast, pursuant to 
Executive Order 9066, 19 February 1942. 
Approximately 110,000 Japanese and 
Japanese- Americans were moved in trains 
and bus convoys from exclusion areas to 
nearby assembly centers, and thence to 
relocation centers farther inland. The 
Chief of Transportation arranged with the 
carriers for the initial movements, but this 
function was soon taken over by the West- 
ern Defense Command, which had gen- 
eral charge of the relocation project. 



2,2 WD Cir 420, 26 Oct 44. 

213 Windows of Pullman cars and Army hospital 
cars transporting POW patients were not blocked 
unless the service commander specifically requested 
it; see Ltr, Maj Darrell T. Lane, OCT, to Gass, 5 Feb 
45, OCT 383.6 Special Preparation of Cars. 

214 WD Memo 55-38-43, 2 1 Aug 43, sub: Trans of 
POW; WD CTB 6, 27 Jun 44, par. 10. 

215 WD Cir 195, 18 May 44, Sec. VI. 

216 Memo, DCofS for SvCs ASF for PMG, CofT, et 
al., 9 Jul 45, OCT HB Traf Conti Div Pass, 
details regarding this incident are given in 
below. 
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Throughout the operation Lt. Col. Victor 
E. Maston of the Traffic Control Division 
was detailed by the Chief of Transporta- 
tion to the Western Defense Command to 
advise Lt. Gen. John L. DeWitt on trans- 
portation matters. 217 

The Chief of Transportation and the 
railroads would have welcomed relief 
from the necessity of moving prisoners of 
war. The policy of evacuating such prison- 
ers from the North African, Mediterra- 
nean, and European theaters was dictated 
by other considerations, however, and 
transportation had to be provided even 
though this increased the general strin- 
gency in railroad equipment. After proce- 
dures had been established and tested, 
POW movements were accomplished 
without difficulty beyond that incident to 
the provision of the necessary railroad 
equipment. There were only a few threats 
of disturbance by prisoners being trans- 
ported, and they were quickly quieted by 
the guards. 

A Job Well Done 

Although Army traffic on the common 
carriers included several other types of 
passengers, the movement of troops was 
the basic responsibility. This responsibil- 
ity was carried out far better in World 
War II than in World War I, despite the 
fact that the military traffic was much 
greater and the railroads had fewer units 
of passenger equipment. Heavy troop 
movements between training stations and 
to the seaboard were for the most part 
handled in a prompt and orderly manner. 
There was no serious congestion at the in- 
land gateways or the ports of embarka- 
tion to tie up cars and waste their work 



potential. There were few instances of 
light loading with wasted car space. The 
results, in brief, gave evidence of careful 
planning and a close control over oper- 
ations. 

Credit for this achievement belongs to 
both the carriers and the Army. The 
Association of American Railroads, estab- 
lished in 1934, had a much broader in- 
fluence over the distribution and utiliza- 
tion of railway equipment than the 
corresponding organization in World War 
I. The industry was therefore better inte- 
grated and more readily responsive to 
military needs. Although the railroads 
had fewer units of equipment than in the 
previous war, those units were larger and 
capable of more work. The Army also had 
centralized control from the beginning 
over the routing and movement of all but 
the smaller groups and so was in a posi- 
tion to plan its traffic carefully on a na- 
tionwide basis and to spread the load. The 
hand-in-glove manner in which the Army 
Transportation Corps and the Associa- 
tion of American Railroads collaborated 
in both the planning and execution of 
troop movements indicated that they re- 
garded these movements as joint under- 
takings. 

This does not imply that the Chief of 
Transportation and his staff were always 
satisfied with what the carriers did or the 
way in which they did it. These officers 
believed that the railroads sometimes held 
equipment in regular service when it 
should have been made available for mili- 
tary movements. They protested because 
the Pullman Company failed to withdraw 

2,7 For full account of this evacuation, see General 
DeWitt’s final report to the Secretary of War, Japanese 
Evacuation from the West Coast, 1942 (Washington, 
1943), pp. vii-x, 77-79, 356-62. 
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more sleepers from overnight commercial 
runs, with the result that many soldiers 
made long trips in coaches. They com- 
plained because at times the carriers ap- 
peared negligent in allowing troop trains 
to fall behind schedule. They also believed 
that the railroads should have given the 
Army greater fare reductions and other 
concessions, in view of the volume of the 
military traffic. But despite these criti- 
cisms, the Chief of Transportation and his 
associates recognized that in their over-all 
performance the railroads gave the Army 
excellent service, and they said so on 
numerous occasions. 

The reasons for the divergent views of 
the Chief of Transportation and the rail- 
roads were obvious and understandable. 
The Chief of Transportation had a single 
objective — to move troops according to 
War Department plans. The railroads’ 
situation was not so simple. They recog- 
nized their obligation to meet the require- 
ments of the armed forces, but they also 
wanted to maintain their regular services 
as fully as possible. Because of this fact, 
and also because of the limitation on the 
construction of new railroad equipment 
and other operating difficulties that the 
carriers encountered during the war, it 
was inevitable that the service given the 
Army should have fallen short of the Chief 
of Transportation’s expectations on some 
occasions. As to fares, the lean years 
through which the railroads had passed 
just before World War II undoubtedly 
strengthened their resistance to requests 
for larger concessions on wartime military 
traffic, and that was especially true of 
those lines whose revenues were already 
reduced by the land-grant deductions. 

With increases in railroad equipment 
and operating personnel severely limited 
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by other wartime demands, the only way 
to relieve the pressure under which the 
railroads were working and to assure the 
armed forces that all troop movements 
would be executed as they desired was to 
further curtail the regular services. The 
Chief of Transportation believed that such 
curtailment should have been carried 
further than it was, and he made his 
opinion known to the Director of Defense 
Transportation, who had the requisite au- 
thority. A considerable percentage of the 
civilian travel was admittedly unneces- 
sary. But the Director of Defense Trans- 
portation evidently believed that the 
military needs were being adequately 
met, and it was not until the repatriation 
of troops from Europe was well under way 
that he yielded to requests for further cuts 
in the regular services. The additional 
problems that arose, after Japan had sur- 
rendered and the repatriation of troops 
from the Pacific had begun, involved the 
line-haul capacity of the western railroads, 
as well as the amount of equipment 
assigned to military service. 

It is noteworthy that in addition to his 
efforts to make effective arrangements for 
the movement of troops, patients, prison- 
ers of war, and other passengers who 
moved on War Department transporta- 
tion requests, the Chief of Transportation 
did much to ease the problems of military 
personnel who traveled as regular passen- 
gers while off duty. Such traffic was heavy, 
and the difficulties encountered in getting 
reservations and utilizing overcrowded 
trains had a direct bearing on soldier 
morale. The fact that the Chief of Trans- 
portation was willing to have railroad 
equipment assigned to the so-called mili- 
tary sleeping car lines, which were used 
by men on furlough or leave as well as in- 
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dividuals traveling on official business, 
indicates the importance that the Army 
attached to this traffic, for there never was 
a time when the equipment could not 
have been used advantageously to accom- 
plish organized troop movements. 

The motor carriers moved a relatively 
small percentage of the total military pas- 
senger traffic, but they performed an es- 
sential service. Their capacity was limited 
when compared with that of the railroads, 
and they could not offer some of the fea- 



tures — notably sleeping and messing 
facilities — that were considered essential 
in moving large numbers of troops over 
long distances. But for the transportation 
of individuals and small groups over the 
shorter distances, the motor carriers had 
distinct advantages, and the Chief of 
Transportation saw to it that their services 
were used whenever they met the Army 
requirements. The movement of troops by 
motorbus had the added virtue of reliev- 
ing the hard-pressed railroads. 




CHAPTER II 



Troop Movements 
to the Oversea Commands 



Since all combat areas were overseas, 
efficiency in the execution of transoceanic 
troop movements was of primary impor- 
tance to the military authorities. From 
that fact sprang the significance of the 
problems involved in such movements, 
and these problems were magnified by the 
proportions that the war assumed from 
the outset, far exceeding anything con- 
templated in prewar planning. 

Lack of preparation for heavy troop 
movements was evident from the day the 
Japanese attacked Pearl Harbor and 
plunged the United States into a two- 
ocean war. The Army ports of embarka- 
tion on the west coast had neither the 
facilities nor the personnel required for 
the prompt and orderly transshipment of 
the troops and supplies that had to be 
rushed to our Pacific outposts. There were 
not enough ships to meet all requirements 
and a satisfactory procedure had not yet 
been worked out for allocating the na- 
tion’s vessels to the uses for which the need 
was most urgent. Adequate arrangements 
had not yet been adopted by the Army 
and the Navy for the joint use of troop- 
ships and joint troop-priority lists. Within 
the Army itself the procedures governing 
the shipment of troops and their organ- 
izational equipment from home stations 



to the ports of embarkation had not yet 
been fully adapted to wartime require- 
ments. The procedures for handling troops 
at the port staging areas still needed 
refinement. Progress toward the solution 
of these and related problems had only 
begun when the Army installed a Chief of 
Transportation as the head of the new 
transportation service in March 1942. 

Ocean transportation entered vitally 
into military planning from the inception 
of each undertaking since it was a per- 
sistent limiting factor. When President 
Franklin D. Roosevelt and Prime Min- 
ister Winston S. Churchill were project- 
ing the broad lines of Allied strategy, they 
necessarily took into account the shipping 
resources that would likely be available. 
When the Combined Chiefs of Staff, the 
British- American military co-ordinating 
agency, and the Joint Chiefs of Staff, the 
corresponding agency for the United 
States, undertook to implement the stra- 
tegic plans with arrangements for the de- 
ployment of Allied military forces, the 
availability of sufficient troop and cargo 
vessels was a basic consideration. The 
Army’s Chief of Transportation main- 
tained an active Planning Division, 
headed during the greater part of the war 
by Col. Marcus B. Stokes, Jr., and con- 
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tributed heavily to the long-range esti- 
mates of shipping capability upon which 
such decisions turned . 1 

A number of transportation agencies 
were involved in the actual movement of 
troops to the theaters, and co-ordination 
was therefore one of the Chief of Trans- 
portation’s major functions. The Army 
operated few vessels of its own and most 
troopships were obtained from the U.S. 
War Shipping Administration, the U.S. 
Navy, and the British Ministry of War 
Transport (BMWT). Troops were moved 
from their home stations to the seaboard 
by commercial carriers. The transship- 
ment of the men and their impedimenta 
from the inland to the ocean carriers took 
place at Army ports of embarkation, 
which were military stations under the 
direct supervision of the Chief of Trans- 
portation. Each phase of a movement had 
to be co-ordinated with every other phase, 
and each movement had to be kept in 
conformity with the general plan incor- 
porated in the movement order. The co- 
ordinating responsibility rested ultimately 
with the Assistant Chief of Transportation 
for Operations, General Wylie, and his 
deputy, Col. Richard D. Meyer. A large 
share of this responsibility was delegated 
to the Movements Division, which worked 
closely with the Operations Division of 
the General Staff, the appropriate ele- 
ments of ASF headquarters, the Traffic 
Control and Water Divisions in the Office 
of the Chief of Transportation, and the 
ports of embarkation . 2 

The ports of embarkation had a key 
role, as the ensuing discussion will show. 
Linking the inland and ocean carriers, 
they had to function with speed and pre- 
cision in order to avoid congestion, con- 
fusion, and delay. The port commanders 
specified the time when each movement 



should reach the seaboard. They provided 
accommodations for troops during periods 
ranging from a few days to a few weeks, 
and during this interval gave both the 
men and their personal equipment a 
thorough processing to prepare them for 
service overseas. They stored, processed, 
and repaired organizational equipment 
before dispatching it to the theaters. They 
were responsible for the prompt and 
orderly embarkation of troops and for the 
proper equipping, staffing, and adminis- 
tration of troopships. The Chief of Trans- 
portation recognized that the success of 
the entire troop movement program could 
be disrupted by failure at the ports of em- 
barkation, and he therefore selected the 
port commanders with care and kept their 
operations under close observation. 

While the Chief of Transportation was 
concerned principally with the movement 
of Army combat and service troops, other 
types of passengers were accommodated 
on the troopships. Naval personnel were 
moved on vessels sailing under Army con- 
trol, just as Army troops were moved on 
the Navy’s vessels. Numerous special mis- 
sions, which were nonmilitary in nature 
but usually embraced both military and 
civilian personnel, were transported to 
oversea areas. Employees of contractors 
engaged in the construction of military 
facilities overseas sailed on Army trans- 
ports. Some military personnel of Allied 

1 Wardlow, The Transport ation Corps: Responsibilities. 
Organisation , and Operations Jpp. 18-22, | discusses long- 
range planning. 

2 For more detailed description of the functions of 
the Movements Division and its relations with other 
offices, see OCT Pamphlet 1, Organizational Man- 
ual; Memo, Farr for Ocean Traffic Br, Water Div, 1 
Aug 44, sub: Projected Troop Moves; Min of Junior 
Officers’ Meetings, 27 Sep 44, 4 and 1 1 Oct 44; and 
Memo, C of Mvmts Div for C of Hist Unit OCT, 20 
Jun 45, sub: History of Mvmts Div; last five in OCT 
HB Mvmts Div Gen. 
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nations were moved on these vessels, and 
representatives of various American and 
Allied civilian agencies, including mem- 
bers of the diplomatic corps, were trans- 
ported under Army auspices. In 1944 the 
Army began to send prisoners of war back 
to their native lands, and soon after the 
fighting was over the Army transported 
dependents overseas to join military per- 
sonnel stationed there. 

Of a total of 7,639,491 persons em- 
barked by the Army from December 1941 
through December 1945, 7,157,966 (93.7 
percent) were troops of the Army, 261,525 
were personnel of the U.S. Navy, and 
220,000 were in other categories. Of the 
last figure, 93,301 were prisoners of war 
shipped from the United States in 1944 
and 1945. 3 While the great bulk of this 
traffic moved from U.S. ports, some pas- 
sengers were embarked at Canadian ports. 

Categories of Troops Moved 

The troops transported to the theaters 
fell into several categories, each of which 
involved peculiar transportation prob- 
lems. First, there were troops moving as 
units (prescribed military organizations) 
or detachments therefrom. Second, there 
were replacements, or individual soldiers, 
needed by the theater commanders to re- 
place men lost from units because of 
battle casualties, sickness, accidents, or 
transfers. Third, there were fillers required 
by the theater commanders to complete 
the personnel of units that had been 
understrength when they were dispatched 
from the zone of interior. Fourth, there 
was rotational personnel, or soldiers trav- 
eling pursuant to the Army’s policy that 
men who had seen lengthy service 
abroad — especially those who had served 
in isolated or unhealthy areas — should be 
returned to the zone of interior and other 



personnel sent overseas to take their 
places. Finally, there were so-called tem- 
porary-duty groups that were returned to 
the United States for short periods and 
evehtually sent back to their stations over- 
seas. The last category included men 
traveling on leave or furlough obtained 
for personal reasons and men sent back 
by their commanders for rest and recu- 
peration. 

The troop units moved overseas ranged 
in size from divisions downward, and the 
problems encountered varied according 
to the size, type, and maturity of the or- 
ganization, as well as to the completeness 
of its training and equipment. The move- 
ment of a division, involving up to 14,000 
men and great quantities of materiel, re- 
quired meticulous planning and detailed 
supervision throughout. The most spec- 
tacular achievement in moving large units 
was the transfer of thirty-six divisions to 
Europe between August 1944 and Febru- 
ary 1945. Twenty-five were infantry divi- 
sions, nine were armored divisions, and 
two were airborne divisions. These organ- 
izations, aggregating 458,416 officers and 
men, were embarked at the New York 
and Boston Ports of Embarkation in 126 
troopships, using most but not all of the 
space. Their organic equipment and ini- 
tial supplies totaled more than 1,500,000 
measurement tons and required the major 
part of the Capacity of 260 large cargo 
vessels. 4 The last two divisions, dispatched 

3 Figures for the period December 1941 through 
December 1944 are from ASF Statistical Review, World 
War II (Washington, 1946), pp. 121-22; figures for 
1945 are from reports by the ports of embarkation to 
Movements Division, OCT, all reworked for statis- 
tical volume of this series, now in preparation. 

4 Summary, Divisions — ETO, prepared by Maj 
Welman H. Ouderkirk, Mvmts Div OCT, 30 Jun 45, 
in binder, European Divisions, OCT HB Mvmts Div 
Gen, See also Rad, SHAEF London to WD, 9 Aug 
44, S 57189, and Rad, Marshall to Eisenhower, 1 1 
Aug 44, WAR 79344. 




 Army  hospital  trains.  For  procedures,  see 
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Data  from  reports  prepared  by  Transport  Eco- 
nomics Section,  Traffic  Control  Division,  OCT,  com- 
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sible  and  reducing  deadhead  mileage. 
Incident  to  the  study  of  the  transportation 
of  patients  from  the  ports  to  hospitals  of 
definitive  treatment  during  the  latter  part 
of  the  war,  the  following  data  were  com- 
piled on  the  utilization  of  rail  equipment 
in  such  movements:203 

Number  of 
Round  Trips 


Average  Miles 

Per  Car 

Debarkation  Port 

Per  Trip 

PerMonth 

Boston  

  1,175 

3.4 

New  York  

  1,058 

4.0 

Hampton  Roads  

  1.105 

3.6 

Charleston  

 1,145 

3.5 

Los  Angeles  ......... 

  2,320 

1.7 

San  Francisco  

  2,409 

1.7 

  2,630 

1.5 

In  reviewing  the  Army's  experience 
with  the  movement  of  patients  by  rail 
during  the  war,  two  facts  are  noteworthy 
from  the  standpoint  of  the  Chief  of  Trans- 
portation. First,  although  such  movements 
were  accomplished  without  serious  delay 
or  inconvenience,  the  situation  would 
have  been  improved  by  earlier  decision  as 
to  the  number  of  hospital  cars  to  be  pro- 
cured. The  Pullman  cars  used  when  hos- 
pital cars  were  not  available  were  not  as 
satisfactory  as  the  hospital  cars  from  the 
medical  standpoint,  and  they  had  to  be 
taken  out  of  other  services  where  they 
were  constantly  needed.  The  last  100  hos- 
pital cars  were  not  ordered  until  January 
1945,  and  some  of  them  had  not  yet  en- 
tered service  when  the  war  ended.  The 
delay  was  occasioned  chiefly  by  the  diffi- 
culty of  estimating  the  extent  of  battle 
casualties  and  the  incidence  of  disease  in 
a  war  being  waged  in  many  widely  scat- 
tered areas  and  under  a  great  variety  of 
conditions.  Uncertainty  concerning  the 
evacuation  policy  on  removal  of  patients 
from  the  theaters  to  the  zone  of  interior 
was  another  factor  in  the  delay.  Second, 


the  original  plan  of  delegating  a  large 
measure  of  authority  to  the  service  com- 
mands for  routing  groups  of  patients  and 
for  utilizing  hospital  cars  and  regular  rail- 
road equipment  proved  unsatisfactory. 
The  Chief  of  Transportation's  authority  in 
these  matters  was  therefore  considerably 
broadened  as  the  traffic  became  heavier. 
Thus  the  experience  with  the  movement 
of  patients  confirmed  the  position  that  the 
Chief  of  Transportation  had  consistently 
taken  with  respect  to  troop  movements — 
that  centralized  control  was  necessary  in 
order  to  obtain  the  most  efficient  utiliza- 
tion of  equipment  and  a  proper  distribu- 
tion of  traffic. 

Prisoners  of  War  and  Enemy  Aliens 

The  transportation  of  more  than  400,- 
000  prisoners  of  war  (POW's),  evacuated 
from  the  theaters  to  the  zone  of  interior, 
was  an  unwelcome  responsibility  added  to 
those  already  resting  on  the  Chief  of 
Transportation  and  the  railroads.  This 
traffic  was  difficult  to  handle  not  only  be- 
cause of  the  over-all  shortage  of  passenger 
equipment,  but  because  security  require- 
ments dictated  that  prisoners  of  war  be 
removed  from  the  seaboard  areas  as 
promptly  as  possible;  ship  arrivals  could 
not  be  predicted  precisely;  advance  infor- 
mation regarding  the  size  and  composi- 
tion of  POW  shipments  was  sometimes 
inadequate  or  inaccurate;  the  railway  cars 
used  for  handling  this  traffic  had  to  be 
specially  prepared  for  the  purpose;  and 
the  internment  camps  were  scattered 
throughout  the  country.   When  large 

-0'  History,  Medical  Liaison  Office  to  OCT  and 
Medical  Regulating  Service  SGO,  section  on  hospital 
trains,  in  OCT  HB  Mvmts  Div  Med  Reg  Sv,  cited 
hereafter  as  Hist  Med  Liaison  Off.  The  period  to 
which  the  data  apply  is  not  stated,  but  the  context 
indicates  the  latter  part  of  the  war. 
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groups  of  prisoners  of  war  arrived  at  U.S. 
ports,  the  railroads  were  hard  put  to  meet 
the  requirements  for  equipment  in  addi- 
tion to  the  other  demands  regularly  made 
on  them,  and  it  was  sometimes  necessary 
to  delay  other  military  movements  of  low 
priority  in  order  to  move  prisoners  of  war 
to  internment  camps  without  delay.201 

Prisoners  of  war  received  in  the  United 
States  were  mostly  Germans  and  Italians 
captured  in  North  Africa  and  in  Europe. 
At  the  end  of  May  1945  there  were  37 1  ,- 
000  Germans  and  50,000  Italians  in  our 
internment  camps,  while  at  the  end  of  the 
hostilities  in  the  Pacific  there  were  only 
5,400  Japanese  prisoners  of  war  in  the 
United  States.205  The  burden,  therefore, 
fell  largely  upon  the  eastern  ports  and  the 
eastern  rail  lines.  In  1943,  when  the  han- 
dling of  POW's  from  the  Mediterranean 
was  adversely  affecting  military  move- 
ments along  the  Atlantic  seaboard,  the 
War  Department  considered  the  advis- 
ability of  setting  up  staging  areas  near  the 
ports  for  the  temporary  detention  of  new 
arrivals,  in  order  that  the  flow  from  the 
ports  to  the  internment  camps  might  be 
leveled  off  and  the  carriers  relieved  of  the 
necessity  of  assigning  so  much  equipment 
to  this  traffic  at  one  time.  The  inadvis- 
ability  of  holding  prisoners  in  heavily 
populated  seaboard  areas  argued  against 
the  proposal,  and  sufficient  success  was 
achieved  in  co-ordinating  the  water  and 
the  land  movements  to  cause  the  project 
to  be  dropped.206 

The  railroads  still  found  this  a  difficult 
and  undesirable  traffic.  In  the  fall  of  1944, 
after  wrestling  with  the  problem  for  more 
than  a  year  and  with  heavy  additional 
shipments  from  Europe  in  prospect,  the 
Association  of  American  Railroads  recom- 
mended that  no  further  prisoners  of  war 


be  brought  to  the  United  States.  In  re- 
sponse, General  Gross  was  able  to  inform 
the  AAR  that  the  Army  already  had  in- 
structed the  European  theater  to  that 
effect.207 

The  restraint  was  only  temporary,  how- 
ever, for  in  the  spring  of  1945  further 
large  shipments  of  German  prisoners  were 
received.  In  the  beginning  the  purpose  of 
removing  prisoners  of  war  from  the  thea- 
ters was  to  relieve  the  theater  commanders 
of  the  burden  of  housing,  feeding,  and 
guarding  them,  and  this  argument  re- 
mained a  strong  one  from  the  theater 
standpoint.  As  the  war  progressed,  the 
growing  labor  shortage  in  the  United 
States  and  the  success  with  which  POW's 
were  being  employed  in  industry  and 
agriculture  created  another  persuasive 
argument  for  bringing  captured  Germans 
to  the  zone  of  interior. 

From  the  time  prisoners  of  war  were 
placed  aboard  trains  at  the  ports  where 
they  landed  they  were  in  the  custody  of 
the  Provost  Marshal  General.  His  office 
and  that  of  the  Chief  of  Transportation 
kept  in  close  touch  regarding  prospective 
arrivals  at  the  ports  and  subsequent  trans- 
fers. In  matters  affecting  the  inland  trans- 
portation, internment,  and  employment 
of  POW's,  the  Provost  Marshal  General's 
authority  was  largely  delegated  to  the 
service  commands.  When  groups  of  forty 
or  more  were  to  be  transferred  from  ports 
or  internment  camps,  the  service  com- 


20J  Memo,  Gass  for  Morris,  2  Sep  43,  OCT  5 1 1  Rail 
and  Motor  Mvmts. 

-05  PMGO  monograph,  Prisoner  of  War  Opera- 
tions, Feb  46,  pp.  31-35,  copy  in  OCMH.  This  mono- 
graph covers  many  aspects  of  the  subject  that  cannot 
be  treated  here. 

206  Ltr,  SW  to  SN,  27  Sep  43,  OSW  453  (9-8-43)(l). 

207  Ltr,  Buford  to  Gross,  30  Oct  44,  and  reply,  1 
Nov  44,  OCT  HB  Gross  Rail. 
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mands  passed  this  information  to  the 
Chief  of  Transportation,  who  arranged  for 
the  railroads  to  execute  the  movements. 
When  smaller  groups  were  transferred, 
the  transportation  arrangements  were 
made  by  the  commanders  of  the  ports  or 
the  internment  camps  from  which  the 
movements  started.  The  service  command 
in  which  a  movement  originated  was  re- 
sponsible for  providing  escorts,  mess  per- 
sonnel, and  medical  attendants,  as  well  as 
for  furnishing  the  supplies  required  by  the 
prisoners  en  route.208 

The  utmost  effort  was  made  to  move 
prisoners  of  war  in  special  trains  and  spe- 
cial cars,  rather  than  in  regular  train  serv- 
ice where  they  might  be  brought  in  con- 
tact with  the  public.  It  frequently  hap- 
pened that  this  was  not  possible  because 
of  the  wide  distribution  of  the  internment 
camps.  At  the  end  of  August  1945  there 
were  about  155  base  camps  and  over  500 
branch  camps  for  prisoners  of  war  located 
in  forty-five  states.  The  dispersion  of 
camps  was  necessary  to  serve  the  many 
areas  in  which  POW  labor  was  used. 
Transfers  between  camps  were  numerous 
because  of  fluctuations  in  the  demand  for 
this  type  of  labor,  particularly  the  season- 
al demand  for  agricultural  workers. 
Under  an  agreement  between  the  War 
Department  and  the  War  Manpower 
Commission,  all  requests  for  the  assign- 
ment of  POW's  to  industrial  or  agricul- 
tural employment  were  channeled  through 
the  War  Manpower  Commission,  which 
had  a  broad  view  of  the  labor  situation 
throughout  the  nation.209 

As  with  other  types  of  passenger  traffic, 
data  are  not  available  for  prisoner-of-war 
movements  routed  in  the  field  but  only  for 
groups  for  which  transportation  arrange- 
ments were  made  by  the  Traffic  Control 


Division  in  the  Office  of  the  Chief  of 
Transportation.  From  the  time  when 
prisoners  began  arriving  in  the  United 
States  from  North  Africa  until  the  bulk  of 
the  repatriation  movement  was  accom- 
plished, the  annual  totals  of  POW's  and 
guards  routed  by  the  division  were  as 
follows:210 

Tear                                  POW's  and  Guards 
1942  (December  only)   1,975 

1943   216,651 

1944   487,270 

1945   546,052 

1946  (Seven  months)   378,298 

Prisoners  of  war  were  transported  in 
the  lowest-class  transportation  available — 
that  is,  coaches — except  in  certain  cases. 
Generals  were  furnished  accommodations 
in  sleepers  or  parlor  cars  upon  request  of 
the  Provost  Marshal  General  to  the  serv- 
ice command  making  the  transfer.  Prison- 
ers who  were  physically  or  mentally 
disabled  were  moved  in  sleepers  or  hospi- 
tal cars.  When  it  was  more  economical, 
because  of  the  smallness  of  the  group,  to 
move  prisoners  of  war  in  regular  train 
service  than  to  engage  a  special  coach, 
they  were  accommodated  in  enclosed 
space  (compartment,  drawing  room,  and 
so  forth)  so  that  they  could  be  more  readi- 
ly guarded.211  When  sleepers  were  re- 
quired in  special  POW  trains,  tourist-class 
cars  or  troop  sleepers  were  used;  in  regu- 


208  For  summary  of  responsibilities,  see  ASF  Memo 
S  580-1-43,  13  Jul  43,  sub:  SOP  for  Transfer  of  POW; 
see  also  instructions  from  the  Provost  Marshal  Gen- 
eral to  the  service  commands  regarding  numerous 
transfers  in  OCT  383.6  (1943).  

209  PMGO  monograph,  citedln.  205|  pp.  59,  102. 

210  Data  from  reports  prepared  by  Transport  Eco- 
nomics Section,  Traffic  Control  Division,  OCT,  com- 
piled for  a  statistical  volume  of  this  series,  now  in 
preparation. 

al1  WD  Cir  47 1,  15  Dec  44;  WD  Cir  222,  23  Jul  45. 
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lar  trains  they  might  be  standard,  tourist, 
or  troop  sleepers.  When  a  special  car  for 
prisoners  of  war  was  included  in  a  regular 
train,  it  was  placed  ahead  of  other  cars  so 
that  there  would  be  no  contact  between 
prisoners  and  other  passengers. 

The  coaches  in  which  prisoners  of  war 
were  transported  were  specially  prepared 
for  this  service  by  the  railroads  in  accord- 
ance with  instructions  issued  by  the  War 
Department.212  Such  cars  were  to  contain 
no  partitions  that  would  obstruct  the  view 
of  the  guard  in  one  vestibule  to  the  guard 
in  the  vestibule  at  the  other  end.  The 
doors  of  washrooms  and  other  enclosures 
were  to  be  removed,  and  windows  were  to 
be  blocked  to  prevent  their  being  open 
more  than  eight  inches.213  Cabinets  con- 
taining fire-fighting  equipment  were  to  be 
covered.  As  further  safeguards  the  officers 
arranging  transfers  were  directed  to  notify 
the  railroads  that  the  movements  should 
be  expedited  in  every  way  possible,  and 
the  railroads  were  requested  to  notify  the 
train  commanders  in  advance  of  any 
known  or  probable  stops.  The  Chief  of 
Transportation  consummated  agreements 
with  the  carriers  covering  charges  for  the 
preparation  and  restoration  of  cars  for  the 
transfer  of  POW's  and  charges  for  trans- 
portation and  sleeping  car  accommoda- 
tions.214 Specially  prepared  cars  were  not 
required  for  the  transfer  of  captured 
Italians  who  had  volunteered  to  join 
Italian  Service  Units  and  hence  had 
acquired  a  special  status.215 

Despite  the  effort  made  to  consolidate 
small  movements  of  prisoners  of  war  into 
carloads  so  as  to  avoid  the  use  of  enclosed 
spaces  in  regular  cars,  there  was  public 
criticism  of  any  use  of  superior  accommo- 
dations for  such  passengers.  In  July  1945, 
following  a  much  publicized  incident  in 


which  U.S.  soldiers  making  a  long  trip  in 
coaches  were  reported  to  have  passed  a 
sleeper  in  which  prisoners  of  war  were  ac- 
commodated, Army  Service  Forces  head- 
quarters issued  instructions  that  thereafter 
the  transportation  of  prisoners  of  war 
would  be  confined  to  day  coaches,  except 
in  the  case  of  litter  patients,  and  that 
motor  transportation  should  be  used  to 
transport  prisoners  within  service  com- 
mands to  permit  consolidation  of  small 
movements  into  carload  shipments.216 

The  Army  arranged  for  some  move- 
ments of  enemy  aliens — that  is,  citizens  of 
enemy  countries  residing  in  the  United 
States  when  the  war  began — but  they 
were  not  extensive.  The  largest  movement 
of  that  nature  was  the  evacuation  of  per- 
sons of  Japanese  ancestry  from  strategic 
areas  on  the  Pacific  coast,  pursuant  to 
Executive  Order  9066,  19  February  1942. 
Approximately  110,000  Japanese  and 
Japanese-Americans  were  moved  in  trains 
and  bus  convoys  from  exclusion  areas  to 
nearby  assembly  centers,  and  thence  to 
relocation  centers  farther  inland.  The 
Chief  of  Transportation  arranged  with  the 
carriers  for  the  initial  movements,  but  this 
function  was  soon  taken  over  by  the  West- 
ern Defense  Command,  which  had  gen- 
eral charge  of  the  relocation  project. 


2,2  WD  Cir420,  26  Oct  44. 

213  Windows  of  Pullman  cars  and  Army  hospital 
cars  transporting  POW  patients  were  not  blocked 
unless  the  service  commander  specifically  requested 
it;  see  Ltr,  Maj  Darrell  T.  Lane,  OCT,  to  Gass,  5  Feb 
45,  OCT  383.6  Special  Preparation  of  Cars. 

2,4  WD  Memo  55-38-43,  21  Aug  43,  sub:  Trans  of 
POW;  WD  CTB  6,  27  Jun  44,  par.  10. 

215  WD  Cir  195,  18  May  44,  Sec.  VI. 

216  Memo,  DCofS  for  SvCs  ASF  for  PMG,  CofT,  el 
at.,  9  Jul  45,  OCT  HB  Traf  Contl  Div  Pass.  Further 
details  regarding  this  incident  are  given  in 
below. 


Ch.  Ill, 


ARMY  PASSENGER  TRAFFIC  IN  THE  UNITED  STATES 


81 


Throughout  the  operation  Lt.  Col.  Victor 
E.  Maston  of  the  Traffic  Control  Division 
was  detailed  by  the  Chief  of  Transporta- 
tion to  the  Western  Defense  Command  to 
advise  Lt.  Gen.  John  L.  DeWitt  on  trans- 
portation matters.217 

The  Chief  of  Transportation  and  the 
railroads  would  have  welcomed  relief 
from  the  necessity  of  moving  prisoners  of 
war.  The  policy  of  evacuating  such  prison- 
ers from  the  North  African,  Mediterra- 
nean, and  European  theaters  was  dictated 
by  other  considerations,  however,  and 
transportation  had  to  be  provided  even 
though  this  increased  the  general  strin- 
gency in  railroad  equipment.  After  proce- 
dures had  been  established  and  tested, 
POW  movements  were  accomplished 
without  difficulty  beyond  that  incident  to 
the  provision  of  the  necessary  railroad 
equipment.  There  were  only  a  few  threats 
of  disturbance  by  prisoners  being  trans- 
ported, and  they  were  quickly  quieted  by 
the  guards. 

A  Job  Well  Done 

Although  Army  traffic  on  the  common 
carriers  included  several  other  types  of 
passengers,  the  movement  of  troops  was 
the  basic  responsibility.  This  responsibil- 
ity was  carried  out  far  better  in  World 
War  II  than  in  World  War  I,  despite  the 
fact  that  the  military  traffic  was  much 
greater  and  the  railroads  had  fewer  units 
of  passenger  equipment.  Heavy  troop 
movements  between  training  stations  and 
to  the  seaboard  were  for  the  most  part 
handled  in  a  prompt  and  orderly  manner. 
There  was  no  serious  congestion  at  the  in- 
land gateways  or  the  ports  of  embarka- 
tion to  tie  up  cars  and  waste  their  work 


potential.  There  were  few  instances  of 
light  loading  with  wasted  car  space.  The 
results,  in  brief,  gave  evidence  of  careful 
planning  and  a  close  control  over  oper- 
ations. 

Credit  for  this  achievement  belongs  to 
both  the  carriers  and  the  Army.  The 
Association  of  American  Railroads,  estab- 
lished in  1934,  had  a  much  broader  in- 
fluence over  the  distribution  and  utiliza- 
tion of  railway  equipment  than  the 
corresponding  organization  in  World  War 
I.  The  industry  was  therefore  better  inte- 
grated and  more  readily  responsive  to 
military  needs.  Although  the  railroads 
had  fewer  units  of  equipment  than  in  the 
previous  war,  those  units  were  larger  and 
capable  of  more  work.  The  Army  also  had 
centralized  control  from  the  beginning 
over  the  routing  and  movement  of  all  but 
the  smaller  groups  and  so  was  in  a  posi- 
tion to  plan  its  traffic  carefully  on  a  na- 
tionwide basis  and  to  spread  the  load.  The 
hand-in-glove  manner  in  which  the  Army 
Transportation  Corps  and  the  Associa- 
tion of  American  Railroads  collaborated 
in  both  the  planning  and  execution  of 
troop  movements  indicated  that  they  re- 
garded these  movements  as  joint  under- 
takings. 

This  does  not  imply  that  the  Chief  of 
Transportation  and  his  staff  were  always 
satisfied  with  what  the  carriers  did  or  the 
way  in  which  they  did  it.  These  officers 
believed  that  the  railroads  sometimes  held 
equipment  in  regular  service  when  it 
should  have  been  made  available  for  mili- 
tary movements.  They  protested  because 
the  Pullman  Company  failed  to  withdraw 

217  For  full  account  of  this  evacuation,  see  General 
De Witt's  final  report  to  the  Secretary  of  War,  Japanese 
Evacuation  from  the  West  Coast,  1942  (Washington, 
1943),  pp.  vii-x,  77-79,  356-62. 
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more  sleepers  from  overnight  commercial 
runs,  with  the  result  that  many  soldiers 
made  long  trips  in  coaches.  They  com- 
plained because  at  times  the  carriers  ap- 
peared negligent  in  allowing  troop  trains 
to  fall  behind  schedule.  They  also  believed 
that  the  railroads  should  have  given  the 
Army  greater  fare  reductions  and  other 
concessions,  in  view  of  the  volume  of  the 
military  traffic.  But  despite  these  criti- 
cisms, the  Chief  of  Transportation  and  his 
associates  recognized  that  in  their  over-all 
performance  the  railroads  gave  the  Army 
excellent  service,  and  they  said  so  on 
numerous  occasions. 

The  reasons  for  the  divergent  views  of 
the  Chief  of  Transportation  and  the  rail- 
roads were  obvious  and  understandable. 
The  Chief  of  Transportation  had  a  single 
objective — to  move  troops  according  to 
War  Department  plans.  The  railroads' 
situation  was  not  so  simple.  They  recog- 
nized their  obligation  to  meet  the  require- 
ments of  the  armed  forces,  but  they  also 
wanted  to  maintain  their  regular  services 
as  fully  as  possible.  Because  of  this  fact, 
and  also  because  of  the  limitation  on  the 
construction  of  new  railroad  equipment 
and  other  operating  difficulties  that  the 
carriers  encountered  during  the  war,  it 
was  inevitable  that  the  service  given  the 
Army  should  have  fallen  short  of  the  Chief 
of  Transportation's  expectations  on  some 
occasions.  As  to  fares,  the  lean  years 
through  which  the  railroads  had  passed 
just  before  World  War  II  undoubtedly 
strengthened  their  resistance  to  requests 
for  larger  concessions  on  wartime  military 
traffic,  and  that  was  especially  true  of 
those  lines  whose  revenues  were  already 
reduced  by  the  land-grant  deductions. 

With  increases  in  railroad  equipment 
and  operating  personnel  severely  limited 


by  other  wartime  demands,  the  only  way 
to  relieve  the  pressure  under  which  the 
railroads  were  working  and  to  assure  the 
armed  forces  that  all  troop  movements 
would  be  executed  as  they  desired  was  to 
further  curtail  the  regular  services.  The 
Chief  of  Transportation  believed  that  such 
curtailment  should  have  been  carried 
further  than  it  was,  and  he  made  his 
opinion  known  to  the  Director  of  Defense 
Transportation,  who  had  the  requisite  au- 
thority. A  considerable  percentage  of  the 
civilian  travel  was  admittedly  unneces- 
sary. But  the  Director  of  Defense  Trans- 
portation evidently  believed  that  the 
military  needs  were  being  adequately 
met,  and  it  was  not  until  the  repatriation 
of  troops  from  Europe  was  well  under  way 
that  he  yielded  to  requests  for  further  cuts 
in  the  regular  services.  The  additional 
problems  that  arose,  after  Japan  had  sur- 
rendered and  the  repatriation  of  troops 
from  the  Pacific  had  begun,  involved  the 
line-haul  capacity  of  the  western  railroads, 
as  well  as  the  amount  of  equipment 
assigned  to  military  service. 

It  is  noteworthy  that  in  addition  to  his 
efforts  to  make  effective  arrangements  for 
the  movement  of  troops,  patients,  prison- 
ers of  war,  and  other  passengers  who 
moved  on  War  Department  transporta- 
tion requests,  the  Chief  of  Transportation 
did  much  to  ease  the  problems  of  military 
personnel  who  traveled  as  regular  passen- 
gers while  off  duty.  Such  traffic  was  heavy, 
and  the  difficulties  encountered  in  getting 
reservations  and  utilizing  overcrowded 
trains  had  a  direct  bearing  on  soldier 
morale.  The  fact  that  the  Chief  of  Trans- 
portation was  willing  to  have  railroad 
equipment  assigned  to  the  so-called  mili- 
tary sleeping  car  lines,  which  were  used 
by  men  on  furlough  or  leave  as  well  as  in- 
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dividuals  traveling  on  official  business, 
indicates  the  importance  that  the  Army 
attached  to  this  traffic,  for  there  never  was 
a  time  when  the  equipment  could  not 
have  been  used  advantageously  to  accom- 
plish organized  troop  movements. 

The  motor  carriers  moved  a  relatively 
small  percentage  of  the  total  military  pas- 
senger traffic,  but  they  performed  an  es- 
sential service.  Their  capacity  was  limited 
when  compared  with  that  of  the  railroads, 
and  they  could  not  offer  some  of  the  fea- 


tures— notably  sleeping  and  messing 
facilities — that  were  considered  essential 
in  moving  large  numbers  of  troops  over 
long  distances.  But  for  the  transportation 
of  individuals  and  small  groups  over  the 
shorter  distances,  the  motor  carriers  had 
distinct  advantages,  and  the  Chief  of 
Transportation  saw  to  it  that  their  services 
were  used  whenever  they  met  the  Army 
requirements.  The  movement  of  troops  by 
motorbus  had  the  added  virtue  of  reliev- 
ing the  hard-pressed  railroads. 


CHAPTER  II 


Troop  Movements 
to  the  Oversea  Commands 


Since  all  combat  areas  were  overseas, 
efficiency  in  the  execution  of  transoceanic 
troop  movements  was  of  primary  impor- 
tance to  the  military  authorities.  From 
that  fact  sprang  the  significance  of  the 
problems  involved  in  such  movements, 
and  these  problems  were  magnified  by  the 
proportions  that  the  war  assumed  from 
the  outset,  far  exceeding  anything  con- 
templated in  prewar  planning. 

Lack  of  preparation  for  heavy  troop 
movements  was  evident  from  the  day  the 
Japanese  attacked  Pearl  Harbor  and 
plunged  the  United  States  into  a  two- 
ocean  war.  The  Army  ports  of  embarka- 
tion on  the  west  coast  had  neither  the 
facilities  nor  the  personnel  required  for 
the  prompt  and  orderly  transshipment  of 
the  troops  and  supplies  that  had  to  be 
rushed  to  our  Pacific  outposts.  There  were 
not  enough  ships  to  meet  all  requirements 
and  a  satisfactory  procedure  had  not  yet 
been  worked  out  for  allocating  the  na- 
tion's vessels  to  the  uses  for  which  the  need 
was  most  urgent.  Adequate  arrangements 
had  not  yet  been  adopted  by  the  Army 
and  the  Navy  for  the  joint  use  of  troop- 
ships and  joint  troop-priority  lists.  Within 
the  Army  itself  the  procedures  governing 
the  shipment  of  troops  and  their  organ- 
izational equipment  from  home  stations 


to  the  ports  of  embarkation  had  not  yet 
been  fully  adapted  to  wartime  require- 
ments. The  procedures  for  handling  troops 
at  the  port  staging  areas  still  needed 
refinement.  Progress  toward  the  solution 
of  these  and  related  problems  had  only 
begun  when  the  Army  installed  a  Chief  of 
Transportation  as  the  head  of  the  new 
transportation  service  in  March  1942. 

Ocean  transportation  entered  vitally 
into  military  planning  from  the  inception 
of  each  undertaking  since  it  was  a  per- 
sistent limiting  factor.  When  President 
Franklin  D.  Roosevelt  and  Prime  Min- 
ister Winston  S.  Churchill  were  project- 
ing the  broad  lines  of  Allied  strategy,  they 
necessarily  took  into  account  the  shipping 
resources  that  would  likely  be  available. 
When  the  Combined  Chiefs  of  Staff,  the 
British-American  military  co-ordinating 
agency,  and  the  Joint  Chiefs  of  Staff,  the 
corresponding  agency  for  the  United 
States,  undertook  to  implement  the  stra- 
tegic plans  with  arrangements  for  the  de- 
ployment of  Allied  military  forces,  the 
availability  of  sufficient  troop  and  cargo 
vessels  was  a  basic  consideration.  The 
Army's  Chief  of  Transportation  main- 
tained an  active  Planning  Division, 
headed  during  the  greater  part  of  the  war 
by  Col.  Marcus  B.  Stokes,  Jr.,  and  con- 
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tributed  heavily  to  the  long-range  esti- 
mates of  shipping  capability  upon  which 
such  decisions  turned.1 

A  number  of  transportation  agencies 
were  involved  in  the  actual  movement  of 
troops  to  the  theaters,  and  co-ordination 
was  therefore  one  of  the  Chief  of  Trans- 
portation's major  functions.  The  Army 
operated  few  vessels  of  its  own  and  most 
troopships  were  